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gathered from experienced railway men are the foundation upon 
_ which Westinghouse Railway Motors and Control are built. 


Look up the facts surrounding the development and growth of 
the modern railway motor. It began with the development and 
introduction of the Westinghouse No. 101-B Motor during 1904- 
1905, and all of our railway motors up to date show a consistent, 
logical curve of improvement. 


We aim for reliability and economy. ‘The success of our efforts 


is told best by the records of low maintenance cost and all-round — 


efficiency on the books of such railways as the— 


Chicago Railways Co. Metropolitan St. Ry. of Kansas 
Public Service Co. of N. J. City. 


Georgia Ry. & Elec. Co. Sioux City Service Co. 
Philadelphia aero. Milwaukee Electric Ry. & Lt. Co. 


Cleveland Railways Co. New Orleans Ry. Co. 


: Louisville Ry. Co. : . 
New York Railways Co. Indianapolis Traction Terminal 


Boston Elevated Ry. Company. 

New York State Rys. Co. Capitol Trac. Co., Washington 
United Rys. Co. of Baltimore Washington Rys. & Elec. Co. 
Los Angeles Ry. Co. Pittsburgh Rys. Co. 


Write to any of them and ask for the facts concerning the main- 
tenance cost and tape ek of Westinghouse Modern Railway 
“Motors. 


Westinghouse Electric & ba 
Company 


East Pittsburgh, Pa. 


BSolee Offices in 45 American Cities 
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One of the chief obstacles to rapid 
interurban rail- 


ELEVATED TFR- 
MINALS FOR IN- __ transit service on 
TTERURBAN LINES ways is the delays encountered in 


the streets of the terminal cities, and in most cities these 
delays are bound to increase in the future rather than de- 
crease. Relief from a situation of this kind is being sought 
in Los Angeles by the Pacific Electric Railway, which is 
asking permission to construct an elevated road from its 
present passenger station past the more congested streets. 
If obtained, most of the interurban cars would use this 
elevated structure in reaching the downtown terminal. 
The construction of elevated roads is not as popular now 
with railway companies as it once was, owing to the high 
assessments for damages to abutting property, because of 
the noise and obstruction of light, and they are looked 
upon with disfavor also by some municipalities because of 
their supposed unsightly appearance. Both of these argu- 
ments against their construction are undoubtedly correct 
when applied to the older type of elevated roads with 
which most people are familiar because of its existence 
in New York and Chicago. The same arguments do not 
apply, however, to the elevated railways built during the 
last ten years,-like those in Paris and Berlin, where an 
effort has been made to treat the structure in an artistic 
way and to introduce special means for deadening the noise. 
In consequence roads of this kind have been installed in 
some of the best residential sections of the two European 
capitals mentioned. Even at best, however, elevated rail- 
ways are expensive, and it is safe to say that their cost is 
prohibitive for all interurban roads except those of large 
traffic, and that it would not be practicable to build them 
for any great distance except in the very largest cities. 
Nevertheless, they can be constructed for ‘about one-fifth 
the cost of a subway, and they do offer an alternative for 
surface traction where a subway would be entirely out of 
the question. ; 


The terrible floods from which sev- 


FINANCING 
UNEXPECTED eral of the most prosperous states in 
LOSSES this country are now just emerging 


furnish another example of the hazards to’ which public 
utility enterprises, as investments, are subjected. It is a 
common presumption on the part of many persons, when 
the affairs of a public utility are running smoothly, that 
nothing serious of a financial character can occur to affect 
its prosperity. Its service, they argue, must be patronized 
by the people who live in that community, and its profits 
are so reasonably certain that the companies should be 
limited to a bare margin above that required to earn the 
legal rate of interest upon the investment in them. Then 
comes some such catastrophe as the San Francisco earth- 
quake, the Baltimore fire or the Ohio and Indiana floods, 
wrecking property, destroying the accumulated investment 
of years and inflicting losses directly and through loss of 
business which it will take the profits of many years to 
repay. We have no doubt that if some of our regulating 
authorities had had presented to their attention during 
the middle of last month the public utilities in what is now 
the devastated district they would have pooh-poohed the 
idea that any serious disaster could come to them through 
natural causes. Their business might fairly be assumed to 
be as secure as government bonds, and their rates should 
be regulated accordingly. It is true that disasters of this 
kind cannot be predicted; that is to say, their exact nature 
But 


while fires, earthquakes and floods fortunately are not 


and the time of their occurrence cannot be foreseen. 


common, they do happen, and there are sufficient instances 
of their occurrence to render them, like strikes and other 
contingencies which might be mentioned, a real hazard in 
electric railway operation and one which must be taken 
into consideration when judgment is passed upon what 
constitutes a “reasonable return” for a public utility. 

THE CAUSES OF Now that the work of repairing the 
THE RECENT damage from the recent floods in 
FLOODS Ohio and Indiana is well under way, 
it is possible to survey the conditions leading up to them 
and to draw conclusions regarding the possible causes. It 
seems that, regardless of early reports of bursting reser- 
voirs, the floods were produced primarily by an extraor- 


dinary rainfall, which in the State of Ohio exceeded one- 


third of the entire average annual precipitation. The storm, 
strangely enough, appeared to concentrate its effect between 
Bellefontaine and Marion, Ohio, extending to the east and 
west surprisingly close to the line of the watershed of the 
State from which the rivers flow north into Lake Erie and 
south into the Ohio River. 
published in the current issue of the Engincering Record, 
the precipitation in this region reached the unprecedented 


total of 11 in. during the four days between March 23*and 


According to a rainfall map 
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March 27, so that the rivers running to every portion of 
the State were flooded at their very sources. Judging from 
the most recent reports, it is safe to say that practically no 
Several minor failures 
occurred, but these generally came after the period of 
highest waters in the rivers leading from them. Several of 
the great reservoirs in Ohio were, however, filled beyond 
their spillway capacities, and their banks were overtopped 


dams failed with serious results. 


by waves, a serious condition if it exists for a sufficiently 
long period. In some cases the embankments of earth were 
washed out for various lengths, and a considerable amount 
of water was discharged on to the surrounding country, 
although these overflows were in no case a primary cause 
of the disaster, A suggestion has been made that there 
should be some supervision of the level at which reser- 
voirs are held during the periods when heavy rains may 
be expected, and it is said that the large storage reser- 
voir in the Scioto River above Columbus, Ohio, aided mate- 
rially in lessening the flood at that city. In fact, it is 
pointed out that if the large reservoirs of central Ohio 
had been drawn down previous to the rains, each one of 
them would have stored practically the entire run-off from 
its drainage area. 


INDIRECT LIGHTING ON LIMITED TRAINS 


With the steady advances which illuminating engineer- 
ing has been making toward the complete elimination of 
glare, it was to be expected that the indirect system of 
lighting would sooner or later receive a trial in railway 
service of the highest class. This is now the case, as the 
system has been placed in operation on the five-hour 
“Merchants’ Limited” trains of the New Haven company 
between New York and Boston and on some of the Santa 
Fé trains out of Chicago, but has been confined to 
parlor, observation or dining cars. The fixtures are of 
the inverted opaque type, each carrying either one 100- 
watt tungsten lamp or three 50-watt lamps immediately 
above a porcelain reflecting bowl throwing the light upon 
the monitor ceiling, from which it is reflected and diffused 
throughout the car. The intensity of illumination sought 
is about 4% ft-candles on a working plane 33 in. above 
the floor. The expenditure of the same energy in 25- 
watt or 40-watt lamps with direct, diffused lighting would 
unquestionably flood the car with illumination that would 
do away entirely with the soft “twilight effect” now ob- 
served, but it is equally certain that glare would exist 
unless inefficient diffusing shades or globes were used. 

Whether there are situations in electric railway work 
to justify this luxurious system of lighting is a question, 
but the matter is worth consideration. Certainly the cost 
for illumination per candle-power-hour should be less on 
electric roads, with their system of direct supply, than 
on the steam roads where an axle lighting generator is 
used. Whether the opaque type of fixture will meet the 
ultimate conditions remains to be seen. In most installa- 
tions of indirect lighting it is a common experience to 
encounter the criticisms of the user against the absence 
of a visible light source, and in some classes of restaurant 
work a combination system is being used in which a por- 


tion of the fixture is translucent. It is also a question 
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whether 150 watts per fixture is not better practice 


‘than the use of 100 watts, judging from the observation 


of passengers on these trains, even though newspaper 
print can easily be read with the indirect reflected light 
from the 100-watt equipments. The tungsten lamp is cer- 
tainly a factor to be reckoned with in the most advanced 
car lighting of the present time, and its adaptability to 
ornamental service with diffusing and reflecting apparatus 
is almost as advantageous as its high intrinsic efficiency. 


BRIDGE AND CULVERT INSPECTION 


Largely upon the degree of care with which bridges and 
culverts are maintained depends the safety of operation as 
well as the continuity of service, and the quality of main- 
tenance, in turn, is dependent almost wholly upon rigid 
periodical inspections. The value of such inspections, how- 
ever, must necessarily be based upon the experience of the 
inspector with methods of maintenance as well as upon 
his ability to forecast dangerous conditions far enough in 
advance to permit repairs to be made before disaster oc- 
curs. At least two accurate inspections are necessary each 
year, one in the fall to determine the maintenance schedule 
for the following summer and one in the spring to deter- 
mine which structures need attention first. 

Monthly inspections should also be made by the section 
feremen so that unforeseen conditions may be promptly 
discovered. A section foreman of average intelligence 
is competent to make such inspections, particulariy if he 
has had some instruction from an experienced bridge in- 
spector, but important structures showing conditions which 
may become serious at any time should be watched care- 
fully by the most competent man available. 

The inspection by the trained bridgeman should not end 
with a report of structures needing immediate attention or 
repairs during the following year. A complete record of 
the condition of each bridge and culvert should be made 
on the ground, and a copy of this should be forwarded 
to the department head for comparison with previous in- 
spection reports. The purpose of this comparison is to 
determine the rapidity with which any defect advances, 
and it enables officials to arrive at conclusions which are 
not evident on the ground. Items which should be noted 
on inspection reports include the number and condition of 
cracked pipes in culverts, the depth of underscour around 
masonry and pipe ends, the depth of decay in piling and 
the settling or lateral movement of pile bents due to shifting 
fills or faulty penetration. 

The inspector’s duties on the semi-annual inspection, the 
one which will form a basis for the following year’s work, 
must necessarily be more thorough than the one which is 
made only to locate dangerous /conditions. The former 
should include determination of the depth of decay in each 
member. This may be found by picking away portions of 
the decayed timber with an ordinary shoemaker’s awl or 
an ice pick. The inspection of bridge ties or deck timber 
may be done with a light-weight pointed bar, which permits * 
the inspector to do his work much more easily. To ascer- 
tain exact conditions around masonry footings soundings 
are necessary. This is also true of pipe ends where there 
is scour either due to the pipe flowing full at the upstream 
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end or on account of the existence of soft soil at the outlet. 

Experience has shown that certain points on steel bridges 
show failures in the paint skin greatly in advance of the 
rest of the structure, namely, the upper horizontal sur- 
faces such as the top flanges of stringers, floor beams 
and upper chords. By watching these points an experienced 
inspector may quickly draw conclusions as to the imme- 
diate necessity of painting steel structures. By attempting 
to swing the eye-bars laterally he is able to investigate 
the accuracy of adjustment in a truss and recommend tak- 
ing up the slack or relieving overstrained members through 
the turnbuckles or by shims at the pins. 

Prompt removal of drift is very important. Repeated 
floods, particularly at wooden trestles, will collect sufficient 
drift to dam the stream flow, which usually results in one 
of two things, destruction of the bridge or washed-out 
embankments at either end of the opening. Drift around 
wooden bridges during dry periods may easi'y be set 
ablaze by a match or cigar end thrown from a car, result- 
ing in a destructive fire. 


LOCOMOTIVE AND MOTOR CAR ACCELERATIONS 
ABROAD 


In the several reports and discussions of the proposed 
electrification of the Berlin Stadtbahn no attention appears 
to have been given to the possible influence which a higher 
rate of acceleration may have on the present type of car 
and the method of loading and unloading it. As previously 
noted in these columns, it is the intention of the Prussian 
State Railways, which operates the Stadtbahn, to substi- 
tute electric locomotives for steam locomotives. This will 
permit the retention of the steam trail cars with practically 
no radical changes in body construction. 
of the swinging side-door type, and they have a narrow 
double-step running board which is not unlike that on the 
Narragansett type of open car used in this country. 

In accordance with the usual European practice, the pas- 
sengers open and close these doors themselves, although 
they are not supposed to do this while the train is in motion, 
One duty of the guard is to run along the platform to close 
all open doors on his way to the rear of the train. This 
leisurely procedure is possible because the rate of accelera- 
tion is only 0.38 m.p.h.p.s. The natural consequence is that 
the service of the Stadtbahn is very far from real rapid 
transit. It is proposed to increase the rate of acceleration 
to about 1 m.p.h.p.s. by employing one head and one rear 
electric locomotive per train. Even this rate is fully 0.5 
m.p.h.p.s. less than that used on the Hamburg rapid transit 
system, It may be questioned, however, whether it will be 
possible with the old-time trailers to maintain safely the 
proposed acceleration of 1 m.p.h.p.s. It is true that the 
doors of the faster Hamburg cars are successfully manip- 
ulated by the passengers, but this is feasible because these 
doors are of the sliding type and the car floor is but a few 


These cars are 


inches higher than the station platforms and overlaps them. 

Of course, the desire to electrify the Stadtbahn as cheaply 
as possible has resulted in the choice of electric locomotives 
rather than motor cars, but the ratio of traffic increase 
on this system makes it likely that motor cars will haye to 
be chosen eventually in order to get the benefits of a still 
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higher acceleration with greater convenience and safety 
than can be afforded by locomotive operation. In fact, the 
increasing density of travel on the rapid transit lines of 
cities like Berlin, London and Paris indicates the early 
coming of the day when the present type of European 
motor car will have to be altered so that it can be safely 
operated at the higher schedule speeds and accelerations 
that are already in use in this country. 


CENTER-ENTRANCE CARS FOR BROOKLYN 


Early last year the Brooklyn Rapid Transit System de- 
signed and equipped a center-entrance, low-step car with 
the avowed object of making that type its future standard 
for new equipment if practical operation demonstrated its 
superiority to the drop-platform type. This trial car was 
the result of some two years’ study by the management, 
first in making a comprehensive survey of center-entrance 
cars in general and, second, in preparing in detail a type 
which would be particularly suitable for the needs of 
Brooklyn traffic. As the design took form, experienced 
representatives of all departments concerned in car oper- 
ation were invited to criticise the different features from 
their individual standpoints so that the completed car would 
From the day that 
the car was placed on the street in public service, an elab- 
orate record was kept of its speed and passenger-handling 
ability, of the effectiveness of the devices for ventilation, 
for the folding of cabs and seats when the direction was 
changed, for interlocking the center doors and control, for 
fare collection and for other matters pertinent to satis- 


incorporate what they considered best. 


factory operation, That these elaborate preliminaries were 
amp/y justified is proved by the fact that the 100 cars now 
under way embody the same fundamental features as the 
pioneer design. The changes in the folding cabs and seat- 
ing, however, present examples of improvement in fittings 
due to patient experimenting with all kinds of combina- 
tions of doors, sashes and seating. Again, the addition of 
grab-irons for reaching the roof illustrates how the emer- 
gencies of real operation disclose minor omissions. 

A striking point in connection with the new cars, which 
are described at length in this issue, is that they were 
assembled, from the skeleton up, in the shops of the Brook- 
lyn Rapid Transit System. The railway company felt that 
inasmuch as this rolling stock was so great a departure 
from standard cars, its own shops should be the place to 
work out every detail and install every part of the equip- 
The car illustrated in the article was the one on 


which were developed the order and method of operations 


ment. 


which are to be followed in the equipment of the remaining 
On this car also were tested out minor 
variations in seating, in signs and the like. The cars now 
at the shops are to be turned out at the rate of one a day, 
although this work comes at the season when many cars 
Widespread in- 
terest has already been shown in this design, but only those 
who have followed the evolution of the car from its in- 
ception can appreciate the amount of conscientious effort 
that the Brooklyn Rapid Transit System has expended to 
produce a car that embodies so many features advantageous 
to both the public and the company. 


ninety-nine cars. 


must be prepared for summer service. 


Center-Entrance Cars for Brooklyn 
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Full Particulars Are Presented of the Construction and Equipment of 100 Center-Entrance Cars for the Brooklyn Rapid 
Transit Company—These Are Now Being Equipped in That Company’s Shops 


The Brooklyn Rapid Transit Company is now equipping 
at its Thirty-ninth Street shops I00 center-entrance cars. 
These cars, in general; are similar to the experimental car 
which was described in the ELrectric RAILwAy JOURNAL 
for March 30 and June 22, 1912. The cardinal features of 


design and construction have been changed very little, but 
important modifications were made in the motormen’s cabs, 


arranged to raise or drop according to location. The ends 
of the body have swinging sashes and roller curtains to form 
the motorman’s cab, which is folded back when not in use 
to allow the application of suitable seats. 

The principal dimensions are as follows: length over all, 
45 ft. 6 in.; length over the end sheathing, 44 ft. 8 in.; 
length of the motorman’s cab, 3 ft.; center to center of 


Brooklyn Center-Entrance Car—Framing as Received at the Thirty-ninth Street Shops of the Brooklyn Rapid Transit 
Company 


in the seating near the cabs and center doors, in ventilation, 

etc. The following paragraphs and the accompanying illus- 
trations present full particulars of the new cars. 
GENERAL DIMENSIONS AND FRAMING 

This type may be described as a double-end, straight- 

sided body with low-step passenger entrance and two exits 


bolsters, 24 ft. 8 in.; width over the side sheathing, 8 ft. 
3 3/16 in.; width over the belt rail, 8 ft. 5% in.; width over 
the drip rail, 8 ft. 5 in., and height from the bottom of the 
sill to the top of the trolley board, 10 ft. 2% in. 

The car-body framing is of pressed steel, both welded 
and riveted. As received from The J. G. Brill Company 


Brooklyn Center-Entrance Car—Side and End View of Car as Completed at the Thirty-ninth Street Shops of the 
Brooklyn Rapid Transit Company 


located at the center of the car and arranged for collection 
of fare as the passenger enters. The car floor at this point 
is 14 in. above the rails at the threshold with 2 in. of ramp 
to the center. Inside the car, from the center platform 
sub-floor or well is a 10-in. riser to the center aisle on each 
side, this aisle having a ramp of 6 in. in 8 ft. 6 in. to the 
bolsters, from which points the floor is level. The sash is 


for equipment at the Brooklyn Rapid Transit Company’s 
shops, the framing illustrated in the accompanying half- 
tone weighed 8562 lb. This framing was designed with 
a factor of safety of five. Each side of the car forms a 
girder consisting of the side plates, belt rail, letterboard 
and side posts, all of which are riveted to each other, to 
the side sills and to the carlines. At the center of the car 


eS a 
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this side girder has a maximum depth of about 8 ft. The 
sides of the car below the window line and the letterboard 
sheathing are of 3/32-in. plate except at the ends, which 
are 1/16 in. thick. 

The side sills are made up of 3-in. x 2%4-in. x 34-in. 
angles which are reinforced at the center by 3%4-in. x 
3-in. x %-in. angles. The side sills are rounded at the ends, 
where they are riveted to 4-in. 61%4-lb. channel-iron bump- 
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of which have been utilized to receive four electric heaters. 

The bolsters are pressed-steel members, the outside 
dimensions being 9 in. deep x Io in, wide with top and bot- 
tom cover plates %4 in. thick and %4 in. web. The center 
line of each bolster is 12 ft. 4 in. from the center line of 
the car, thereby giving an overhang of io ft. 5 in., which 
so balances the car that very little tension exists at the 
center. This point received careful attention with the result 
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Section A-A _ 
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Section B-B 


Brooklyn Center-Entrance Car—Half Bottom Framing, Cross-Sections of Framing, etc. 


ers, the whole forming a continuous line around the car. 
A 1%4-in. x 1%4-in. x 3/16-in, angle is installed under the 
bumper, and the latter is also reinforced with 3/32-in. anti- 
telescoping plates. The cross sills on opposite sides of the 
bolsters are channel-shaped pressings of 3/16-in. plate 6 in. 
deep. However, the center sills, which form the risers 
from the center platform to the main floor, are Z-shaped 
pressings of 3/16-in. steel 10 in. deep, the shape and depth 


that all danger of breaking down or sagging was eliminated. 

The longitudinal floor members are 3-in., 4-in, and 5-in. 
channels, their size depending upon their location as shown 
on the accompanying plan. The floor framing at each end 
of the car is strengthened by two bent angles which are 
riveted to the longitudinal members. The driver wheel 
section is braced by four Z-section diagonals, 

All transverse and longitudinal members are so con- 
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Brooklyn Center-Entrance Car—Connections of Posts to Sills and Carlines, Footing Plates, etc. 
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nected that the transverse members are 4 in. or mofe 
above the rails than the lowest level, namely, 934 in., of the 
longitudinal members. Consequently, if any ordinary 
obstruction is met, it will be fouled by those parts which 
would tend to slide over it in the direction of running, In 
this way the possibility of derailment and the strains caused 
by encountering obstructions are greatly reduced. The 
minimum clearance between suspended apparatus and the 
rails is 5% in. 

The posts and carlines are U-shaped pressings, the former 
1/16 in. thick except that the wider posts, like the car- 
lines, are 3/32 in. thick. The posts of the original car 
were built up and the sash retainers were riveted to them. 
In the new cars the post is welded and sash runs of extruded 
brass are bolted thereto. The posts are welded solid from 
the belt rail to the letterboard and are flanged where they 
are riveted to the main panel and to the letterboard. A 
drawing on page 712 is a cross-section through the side 
post and flooring and shows particularly how the floor is 
supported at the sides of the car on 214-in. x 2-in. x 3/16- 
in, angles. The drawing on this page shows the location 
of the different posts, together with details of their con- 
nection to the side sills. This illustration also shows the 
welding seam, the run and location of the push-button cir- 
cuit and the way the posts are cut at the top for riveting 
to the U-shape carlines which are telescoped into them. A 
drawing on page 711 shows five styles of the extruded 
metal sash runs. These runs are usually 3/32 in. thick at 
and along the base, the extruded portions tapering to 1/16 
in., as shown in style B. Their length varies from 2 ft. 
I in. to 4 ft. 734 in. 

The attachment of the posts to the side sills varies some- 
what according to the location. As shown in the key plan, 
the posts are divided into groups as follows: 22, 6, 21 and 
5, constituting the posts at the center entrance where an 
angle is used to reinforce the side sill at the center of the 
car and where the top of the post is connected to an angle 
carried over the doorway; II, 27, 16 and 32, posts between 
the motorman’s door and the side sash; 15, 31, 12 and 28, 
posts between the motorman’s door and the opposite side 
sash; 4, 27, 20 and 23, posts at the rear of the door pocket; 
2, 9, 18 and 25, intermediate posts in each half of the car; 
I, 10, 17 and 26, posts with square base, and 3, 8, 19 and 24, 
posts of similar type except that the post is cut at the base 
as noted. Footing plates are furnished with the center-door 
and door-pocket posts. 

In order to take advantage of the light post construc- 
tion, the Kling split bolt is being used for all attachments. 
This bolt and some of its applications to places which are 
not accessible to the ordinary bolt were described in the 
Exectric RAILwAy JOURNAL, page 300, Feb. 15, 1913. A 
drawing on page 712 shows how it has been applied to 
the welded hollow post on which the motorman’s door is 
hinged. 

The roof is of single-arch type, but as shown in a draw- 
ing on page 714 the ceiling is suspended therefrom from 
bent oak frames in order to provide space for the ventilat- 
ing duct. The exterior consists of canvas-covered agasote 
3@ in. thick riveted to the flanges of the carlines. The in- 
ner lining below the sash rail and advertising racks is also 
of agasote. Three grab-irons and a wooden roof rack are 
installed at diagonally opposite corners of the car to make 
the trolley fittings readily accessible to the motorman. 

All flooring is of “Flexolith”. cement supported on “Chan- 
arch” metal, as shown in the accompanying cross-section, 
which was taken through the sill at the center door. This 
support was riveted and bolted to the car framing at the 
works of the car builder, but the cement was received at 
the shops of the railway company as a powder, mixed on 
the spot and applied to a uniform thickness of 1% in. 

SASHES AND DOORS 

The sashes are of 34-in. mahogany. To make the car 

popular for summer service, the sixteen side sashes raise 
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and the eight end sashes drop; in addition, the four out- 
side sashes at the door pockets drop and the four inside 
door-pocket sashes are hinged and arranged for screens in 
place of glass in the summer season. The sash lock, which 
operates on the inside of the sash run, is shown on page 
713. This lock has a cam-like movement so that when 
the handle is pinched the catch is drawn out of the sash- 
run holes (located 4 in. apart) to permit the sash to be 
moved up and down. The release of the pinch handle 
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Brooklyn Center-Entrance Car—Cross-Section at Entrance 


causes the catch to lock the sash by dropping back into one 


of the holes of the sash run. 
The great width, 39% in., of the motorman’s center sash 
increases the angle of vision by eliminating posts. As 


illustrated on page 712, this sash is provided with the 
Minier window cleaner, which is screwed into and turns 
on the sash framing. The cleaner proper consists of an 
outside and an inside arm, each carrying a thin blade, which 
are revolved simultaneously across the entire window area. 

The center doors give an opening 6 ft. 6 in. wide and 6 
ft. 2 in. high. They are of twin type, constructed of sheet 
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The center entrance and exits are divided by stanchions 
and railings to give a clear entrance of 32 11/16 in. in the 
center and 213@-in. exits on each side. The pivoted railing, 
which can be swung from one side of the car to the other, 
depending upon which set of doors is being operated, 
divides the incoming from the outgoing passengers. The 
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Brooklyn Center-Entrance Car—Specimens of Sash Runs of 


Extruded Metal 


lower panels of the side doors are of clear wired glass to 
permit unobstructed observation by the conductor while the 
doors are closed. Soft-rubber buffers are attached to the 
doors to avoid injury to passengers and damage to their 
clothing. 

A locked swing door 21% in. wide and 5 ft. 5 in. high 
is provided at each end of the car for the exclusive use 
of the motorman. This door is made of welded steel with 
one drop and one fixed sash, 

SEATING 
The car seats fifty-eight, which is equivalent to 671 lb. 


----->4 
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Brooklyn Center-Entrance Car—Half Plans, Side Elevation, End Elevation, Seating and Main Dimensions 


steel reinforced and welded, and slide into pockets formed 
by the hollow posts. The doors are pneumatically operated 
by the Consolidated Car Heating Company’s apparatus and 
electrically controlled by means of push button and pedal 
from the conductor’s pedestal, which is located in the center 
of the well. 


per passenger. The original seating plan called for sixteen 
cross seats of reversible type with a 26-in. aisle between, 
longitudinal seats at the center doors and curved seats at 
the ends. This general plan has been retained as giving 
maximum seating capacity without congestion at the center, 
but ingenious improvements have been made in those seats 
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which are in or out of service, according to the direction 
of running. In the first car (see ELEctTRIc Rattway JourR- 
NAL, June 22, 1912, page 1070) the end seating was so 
arranged that the section directly behind the motorman 
was hinged upward at each end when the cab doors were 
swung out for service, and the outer ends of the seating 
near the cross seats were raised in like manner with the 
change in direction. The new end seat is a semi-circle seat- 
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Brooklyn Center-Entrance Car—Attachment of Cab Win- 


dow Cleaner 


ing eight passengers and made of four hinged segments, 
each quarter-circle consisting of a long segment near the 
motorman and a short segment which opens outward to a 
supporting piece on the adjacent cross seat. Before the 
motorman makes up the cab by bringing out the two swing- 
ing sashes, he turns over the ends of each half-circle of 
seating, thereby doubling its thickness and halving its 
length. The upwardly hinged seats were discarded to save 
time in changing from one end to the other. The curved 
end seats, of course, are finished on both sides. To avoid 
the possibility of tearing clothing, they are made with 
screws which are inserted transversely through the slats. 
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separator bar in position and the curtain partly drawn 
down. This view also shows the transfer register and thé 
exhaust duct which leads to the inclosed fan behind the 
bulkhead. : 

In the first car the seats opposite the center door were 
arranged to slide horizontally under the adjacent longi- 


Brooklyn Center-Entrance Car—Application of Split Bolt 
to a Hollow Post 


tudinal seats on the higher floor level. This has been super- 
seded by the arrangement shown in the drawing on page 
713 and in the detail view taken at the center door. Each 
half of the seat is brought into place by swiveling it down- 
ward on a rod carried on the upper floor between the side of 
the car and an aisle stanchion. When not in use each half is 
kept vertical by a double-acting lock which fits into a 
retaining bar. The key is of the square-shank type used for 
the motorman’s door. Both seat halves are alike except 


that one carries a folding leg which is automatically locked 
into place when the seat is up. The seat with the leg is 
dropped first. 


These seats and the pair of center doors 
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Brooklyn Center-Entrance Car—Section of Side, Showing Connection of Post and Carline and Other Details 


The back of the curved seat is always hung behind the 
control apparatus. The view of No. 1 end on page 715 
shows the curved seating arranged for passengers. At this 
end are located the switchboard, which is behind the bulk- 
head, the thermostat in front of the bulkhead and the cash 
fare register. The view of No. 2 end shows part of the 
seating removed when the cab is ready for use with the 


not in service are interlocked both mechanically and elec- 
trically to prevent the improper opening of the door. 

The cross seats are 34 in. wide. They have but one pedes- 
tal, the other end of each seat being carried by pressings 
between the posts. The arm rests are of mahogany. At 
each side on the upper level near the door is a longitudinal 
seat with space for three passengers. 


a 


——— 


SS 
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MOTORMAN’S CAB 

The motorman’s cab presents a departure from the orig- 
inal design in that the folding doors have been replaced by 
a lighter, cheaper and faster combination, consisting of two 
swinging sashes, which are carried only to the height of 
the seat backs, and an intermediate curtain which is drawn 
down behind the motorman to screen him from the pas- 
sengers. The cab is prepared for service by folding the 
curved seat, next swinging out the two sashes to an angle 
of about 45 deg. and then inserting the separator or tie 
bar, which normally is kept hinged in an upright position 
on one of the swinging sashes. These sashes are also pro- 
vided with curtain grooves, the curtains being placed in 
moldings in the bulkhead above so that when the sashes 
are opened in position to form a cab the curtain grooves 
will be in the proper place to receive the curtain fixtures. 
The motorman’s cab has a swinging bracket on which a 
seat may be placed, but at present it serves only as a sup- 
port and junction piece for the curved seat when the latter 
is in use for passengers. 

TRUCKS 

Each car is mounted on two Brill 62-E-1 maximum trac- 
tion trucks with 4-ft. 6-in. wheelbase, equipped with Car- 
negie 28-in. driver wheels and 2I-in. pony wheels. The 
driver axles are of heat-treated carbon steel, with 3%-in. 
x 7 I1/16-in. journals, and the pony axles of open-hearth 
hammered steel, with 3-in. x 7%4-in. journals. These jour- 
nals are somewhat smaller than the company’s standard 
for drop-platform cars. All journal boxes are “Symington” 
semi-steel and the center plates are of the “Symington” 
ball-bearing type. The trucks vary from the builder’s 
standard type chiefly in being arranged to take a 28-in. 
driver wheel and in locating the live lever so that it pulls 
from the bottom instead of from the top. 
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mum vertical height of 2 ft. 1 in. and a maximum width 
of 4 ft. 7/16 in. Compared with older motors, these 
dimensions mean a saving of 2 in. clearance below the axle. 

The controllers are of the C-96-A type with pilot valves 
operating a type SB-30-42-A-1 contactor set. A special 
feature of this switch group is that the overload relay can- 


Position, of” 
Curtain 


Brooklyn Center-Entrance Car—Sash Lock 


not be reset unless the master controller drum is in the 
“off” position. 

Two relays are provided in connection with the door 
operation, namely, the signal relay, which is connected in 
the door signal circuit in such manner as to prevent a car 


= 


-FPlattorm Seat Support 


Brooklyn Center-Entrance Car—Details of Half-Seat Alongside Center Doors 


MOTORS AND CONTROL 
The traction equipment consists of two GE-234-A motors 
rated at 40 hp on 500 volts and 50 hp on 600 volts. These 
motors are wound for field control. On tapped field with 
seated load they are capable of giving a maximum speed 
of 25 m.p.h. with a gear ratio of 14:61 and a.maximum 


speed of 21 m.p.h. on full field. The motors have a maxi-. 


_being opened while the car is in motion. 


from being started until the doors are closed, and the 
counter relay, which is connected with the control and 
motor circuit in such manner as to prevent the doors from 
If for any reason 
the doors cannot be closed, a short-circuiting switch can 
be placed in circuit to operate the car with the doors open. 
A conductor’s valve for cutting off the current and apply- 
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ing the air brakes in emergencies is provided in the fare 
pedestal. The usual deadman’s controller handle is also 
incorporated. It is proposed to operate the cars singly, but 
provision has been made for possible multiple-unit opera- 
tion. 

MISCELLANEOUS ELECTRICAL EQUIPMENT AND WIRING 

All wires in this car were manufactured according to 
the standard Brooklyn Rapid Transit specification which 


feature of the brake rigging is that, owing to the close 
margin of 934 in. between the underside of the platfornf 
and the paving, the cylinder levers had to be placed at an 
angle to permit the proper braking connections. The brake- 
shoes are of the B. R. T. standard type with American form 
G slack adjuster. 
VENTILATION 
The ventilation of the car is provided for by the Cooke 
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Brooklyn Center-Entrance Car—Section Through D 


calls for 30 per cent Para rubber compound. They are 
inclosed in “Galvanite’ wire duct conduit piping, in con- 
junction with Crouse-Hinds condulets. 

The two trolleys are brought down along the roof to 
No. 1 end through special brass-flanged castings which are 
insulated at the joints. The trolley circuit is carried 
through 34-in. conduit to the steel switchbox in the cab. 
The switchboard is of two-panel slate 
construction, one panel carrying the 
power circuits and the other the auxili- 
ary circuits. The two lightning ar- 
resters are taken off the main panel 
and carried perpendicularly to a point 
below the car floor. The two main fuses 
are located at one side under the 
motorman’s cab at No. 1 end. 

The illustrations of the underside of 
the car are of interest not only in show- 
ing the general layout of the equip- 
ment but also the attention given to 
installing the conduit piping with as 
many straight runs as possible. So 
far as practicable, all electrical equip- 
ment was hung at one side of the cen- 
ter entrance and the rest of the appara- 
tus on the other side. 

BRAKES 

The air-brake equipment consists of 
Westinghouse D-1-L compressor with 
type G governor, type SY-2 brake 
valve with large emergency port and 
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system of mechanical ventilation, circulation being obtained 
by mears of an exhaust fan driven by a %-hp motor. An 
air duct from one motorman’s cab bulkhead to the other 
extends under the roof inside of the car. This duct has a 
clear cross-section of approximately 150 sq in., with four- 
teen registers. The motor and fan with the exhaust duct 
leading to louvers in the bonnet are located under the bon- 


air sander incorporated, New York Air Brooklyn Center-Entrance Car—Detail at Center Enttance, Showing Dividing 


Brake Company’s 8-in. x 12-in. cylin- 
ders, type H emergency valve and con- 
ductor’s emergency valve; also “Wyo- 
ming” pneumatic sanders, with two sand boxes under end 
cross seats adjacent to truss-plank heaters and operated 
by means of the motorman’s valve. 

Instead of straight levers, two sheaves are provided at 
the boundary lines of the center-platform section to main- 
tain the brake rigging at a higher level and to give addi- 
tional room for other apparatus. Another interesting 


Rails and Stanchions, Conductor’s Pedestal, Downwardly Swiveled 


Seats Alongside Closed Doors, Signs, etc. 


net at No. 2 end of the car. Eight fresh-air intakes are 

provided through the inside lining of the car near, the 

floor line and through the heater backs, thus bringing the 

fresh air past the heaters before entering the car. . 
HEATING 

The heating is provided by eight Consolidated Car Heat- 

ing Company’s cross-seat heaters, eight truss-plank heaters 
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and four panel heaters, all arranged for consuming 450 
watts at 550 volts per heater with thermostatic control. 
SIGNS AND SIGNALS 
The car is brilliantly illuminated by five circuits of five 
clear-glass 23-watt, I15-volt tungsten-wire lamps distrib- 
uted as follows: twenty lamps inside of the car, forming 
two rows of ten each, located 2 ft. 3 in. from the center 
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FARE, COLLECTION, WEIGHTS, ETC. 

As in the trial car, fares and transfers will be collected 
as the passenger enters. The entrance railings lead the 
passengers to the conductor, who is stationed at his pedes- 
tal in the center of the well. The pedestal is a revolving 
device with a change table on the top, where fare is paid 
by the passenger. 


Brooklyn Center-Entrance Car—Underside, Air-Brake End 


line of the body; two lamps in each end sign box and one 
lamp in each Dayton headlight. 

The destination and route of the car are indicated by 
the Electric Service Supplies Company’s illuminated cur- 
tain signs. These signs are installed at each end of the 
car and at the sides of the doors to show the route and 
at right-hand diagonal corners to show the destination. 

Twenty push buttons, operating the buzzer in the motor- 
man’s cab, are installed in the side posts for the conveni- 


Brooklyn Center-Entrance Car—Cab at No. 2 End Ready 


ence of passengers; push buttons are also at the conductor’s 
pedestal, for independent bell signal to motorman. Elec- 
tric signal lights in the motorman’s cab show whether the 
doors are open or closed. The cash and transfer registers 
are also operated by electric push buttons from the con- 
ductor’s pedestal. Hence the car is entirely free from both 
register rods and signal cords. All push-button circuits are 
operated from the line current through resistance. 


Brooklyn Center-Entrance Car—Underside, Electrical End 


The weight of this car, including drawbar fittings, etc., is 
38,900 Ib., compared with 39,550 lb. for the first car. It is 
expected that slight structural variation will produce a re- 
duction of several hundred pounds more. The four vesti- 
bule sashes weigh only 94 lb., whereas the original cab-door 
layout weighed 480 Ib. 

The following is a partial schedule of the weights of 
different parts as determined at the Thirty-ninth Street 
shops of the company: 


Frame as received, including 480-lb. “‘Chan-arch” 
Single truck without gear or electrical fittings... 
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Control equipment complete with manufacturer’s and B. R. T. panels 1370 
Agasote roof, headlining, side panels, etc.....-...- J Ferelaig niassiolele) ols 1231 
Air-brake equipment as furnished and exclusive of piping.......... 1147 
Brake rigging ....- Savas eee cwapneeectecesebeedentenecsemanilenees 834 
All glass, including Signs 00.2.0... scccce cece serene sete eennsee 679 
Trolley stands, poles, etc.. : 544 
Doors without glass ...... P ates 5 438 
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Report on Street Railway System of Kansas City 


An Investigation of the Valuation of the Property and Its Apportionment Between the Different Municipalities Served Has 
Been Made for Adoption in a New Franchise Together with Recommendations for Improyements—An 
Abstract of the Report Is Given 


A report on the value of the properties of the Metro- 
politan Street Railway System of Kansas City, Mo., has 
been made by Bion J. Arnold to William C, Hook, judge 
of the United States Circuit Court, Kansas City. 

Prof. Mortimer E. Cooley and Mr. Arnold were appointed 
on June 6, 1912, as commissioners to investigate and re- 
port to the court what in their opinion is a “fair and rea- 
sonable sum to represent the capital value of such proper- 
ties for adoption in a contract for new franchises in the 
municipalities wherein the properties are operated, the va- 
rious elements of such value and how it should be appor- 
tioned between the municipalities.” As Professor Cooley 
was unable to act on account of illness, the order was 
amended on July 5, 1912, so as to make Mr. Arnold sole 
appraiser. 3 

After these orders were entered, the receivers, Robert J. 
Dunham and Ford F. Harvey, requested that there be pre- 
pared in the same connection “such data as would serve to 
determine all the work that should be done to establish the 
present system in first-class physical condition, and to 
recommend such further work as may be necessary to 
permit the company to fulfil its moral obligations to the 
community in every sense, that is, to give the people of 
Kansas City a street car system commensurate with the 
city and its needs, taking into reasonable regard the con- 
ditions under which the company is now operating and 
must in the future operate.” 

In the general report Mr. Arnold says in part: ‘‘The 
Metropolitan system consists of the street railway proper- 
ties of the Metropolitan Street Railway, including that 
which was formerly owned and conveyed to it by the Cen- 
tral Electric Railway Company and that of the Kansas City 
Elevated Railway Company, all using franchises received 
from the different municipalities through which they oper- 
ate. Intimately connected therewith, though not in the 
hands of the receivers, is the Kansas City & Westport 
Belt Railway Company, the stock of which is, as is, that 
of the Metropolitan company, owned by the Kansas City 
Railway & Light Company. The Metropolitan system, ex- 
clusive of the Westport company, contains 259.81 miles of 
single track, of which 182.28 miles are in Kansas City, Mo.; 
5.26 miles in Independence, Mo.; 9.73 miles in Jackson 
County, Mo., outside of cities therein; 58.17 miles in Kan- 
sas City, Kan., and 4.37 miles in Rosedale, Kan. The West- 
port company has 16.87 miles of track in the present limits 
of Kansas City, Mo., and 4.23 in Jackson County outside of 
the city limits. In estimating the values.of these proper- 
ties, the conclusion reached is that the fair and reasonable 
sum to represent the capital value for adoption in any new 
contract with the municipalities wherein the properties are 
located is as follows: Metropolitan system, exclusive of 
the Westport company, $35,000,000; the fair and reasonable 
value of the property of the Westport company for the 
same purpose is $1,700,000; total, $36,700,00. These values 
thus found should, in the judgment of your commissioner, 
be apportioned as follows: 

‘Metropolitan system in Kansas City, Mo., $28,000,000 ; 
Independence, Mo., $350,000; Jackson County, Mo., $700,- 
000; Kansas City, Kan., $5,600,000; Rosedale, Kan., $350,- 
000; total, $35,000,000. 

“Westport company, Kansas City, Mo., $1,200,000; Jack- 
son County, Mo., $500,000; total, $1,700,000. 

“An analysis shows that 81 per cent of the appraised 
value, 83 per cent of the investment value, 83.8 per cent 
of the gross revenue, 79 per cent of the car miles and 75.9 


per cent of the track miles are located or originate in Mis- 
souri, and your commissioner believes that, taking all the 
facts into consideration and so long as the property is 
operated as an entity, the division between Missouri and 
Kansas on a basis of 83 per cent and 17 per. cent respec- 
tively is fair and reasonable. 

“The study of the various considerations affecting this 
apportionment has been further carried out so as to divide 
the value apportioned to Missouri between Kansas City, 
Independence City and Jackson County, and to divide the 
value apportioned to Kansas between Kansas City and 
Rosedale, as follows: ; 

“Kansas City, Mo., 80 per cent; city of Independence, 1 
per cent; Jackson County, 2 per cent; total Missouri, 83 
per cent. 

“Kansas City, Kan., 16 per cent; Rosedale, 1 per cent; 
total Kansas, 17 per cent. 

“Since the value returned for the Westport company is 
practically that shown in the appraisal of that property, 
the apportionment of such value between Kansas City and 
Jackson County, Mo., is that shown by said appraisal. 

“Many methods have been adopted by courts, experts and 
students of the problem in valuing street railway proper- 
ties. Among these are the ascertainment of, first, the 
actual cash investment therein and the return actually had 
in the past thereon; second, taking, as was done in Chicago 
and Cleveland, the actual cost of reproduction less depreci- 
ation and adding thereto a fair and reasonable allowance 
for future earnings, which latter sum is intended to cover 
the intangible value or various other elements which go to 
make up the real value; third, the value based upon the 
deferred earnings upon the actual investment, and, fourth, 
the fair market value of the property. [The values deter- 
mined by the various methods are summarized in Table I 
published herewith.—Eps. ] 

ACTUAL CASH INVESTMENT AND ACTUAL RETURN 

“The actual cash investment in the properties of the 
Metropolitan system, exclusive of those of the Westport 
company, is $34,298,061. From this investment there have 
since the existence of the property been received over and 
above operating expenses sums equaling only 5.36 per cent 
annual interest thereon, out of which have been paid ‘all 
interest charges and all moneys distributed to owners or 
stockholders as dividends or otherwise. A company must 
with actual cash investment meet the changing demands of 
the public for improved methods of service, with actual 
cash investment in much new property to take the place of 
property not yet worn out. 

“Tf after meeting such charges and others of like nature 
the owners have drawn in returns considerably more than 
the ordinary rate of interest, there has, to the extent of 
that excess, been repayment largely, if not wholly, for the 
entire investment, including the losses thus sustained. If, 
however, the returns have not/exceeded a reasonable inter- 
est rate, fairness demands that there be protection for the 
investment which was really made, provided the records 
show that the property has been efficiently managed. This 
is especially applicable where a company has spent large 
sums in the construction of municipal improvements and in 
extensions into new and comparatively unprofitable terri- 
tory, which has later been built up to the advantage of the 
city and. ultimately would be to the advantage of the rail- 
way company if it were allowed to continue to operate. 
That both these situations exist in the Kansas City terri- 
tory is evidenced by the large amount of thoney spent by 
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the company for bridges and viaducts and by the excessive 
track mileage now in operation as compared with other 
cities, 

“The public has benefited by the changes necessitated on 
account of the supersession and abandonment of inade- 
quate or obsolete property, and the company should have 
the opportunity, in view of the exceptionally low rate of 
return it has received to date, of earning these losses back 
out of the property, especially if the owners concede the 
right to the public to retire or amortize a large portion of 
this value from future earnings. 

COST OF REPRODUCTION LESS DEPRECIATION WITH ALLOWANCE 
FOR INTANGIBLE VALUE 

“The ‘cost to reproduce new’ value excludes promoters’ 
profits or development expense and simply represents the 
investment that would be required to reproduce new to-day 
the physical property as it stands, no attention whatever 
being paid to any expenditures that may have been made 
in past years on account of the horse car lines, cable lines 
or any portions of the electric lines which may have been 
constructed and later worn out in service or abandoned. 

“The present or depreciated value of the existing physical 
property has been arrived at by determining the depreci- 
ation which has occurred in the existing property between 
the time of its installation and the date of the appraisal. 

“Taking everything into consideration, it would be a fair 
thing to assume that the rights of the Metropolitan system, 
as they now exist, exclusive of those of the Westport com- 
pany, will in some form, in any event, continue until June 
I, 1925, and the value of its earning capacity during that 
time, dependent upon that right alone and exclusive of 
anything on that account from the Westport company or 
other franchises extending beyond that date, should be 
ascertained. 

VALUE ON BASIS OF. DEFERRED EARNINGS UPON ACTUAL 

INVESTMENT 

“Another method of ascertaining the fair value, approved 
by some experts and adopted in some instances in Wiscon- 
sin and by the French and Swiss governments in the 
acquisition of steam railways for national ownership, is as 
follows: Ascertain each year the actual investment in the 
property, deducting the value of superseded property in the 
year it was superseded, and estimate a fair return on this 
net investment. Deduct from such return the net income 
after paying operating expenses, including maintenance, 
renewals and taxes, charging to operation, however, the 
cost of superseded property in the year when superseded. 
Then compound each year the deficit or surplus, as the 
case may be, between the fair return and the said income. 
The result will show a sum representing the accrued loss 
estimated upon the basis of a return at a given reasonable 
rate or percentage. The total of the accrued loss together 
with the actual investment in existing property will then 
represent the fair value of the entire property. Or under 
a modification of this method a fair return may be figured 
upon the total investment without charging to operating 
expenses the cost of superseded property, this method re- 
taining in capital account the investment in property which 
has been superseded. 

“This method allows the investor, wholly regardless of 
bond and stock issues and liabilities outstanding, the actual 
amount invested with a fair interest return thereon, charg- 
ing him, however, with every dollar earned from the prop- 
erty. Tested by this method and considering the purpose 
for which it is made, the value returned by your commis- 
sioner is found to be conservative. 

FAIR MARKET VALUE 

“Tt has been said that a reasonable fair market value is 
that sum at which a fair buyer would buy and a fair owner 
would sell, both being willing to deal at a fair price. So 
testing and considering the question in the light of one’s 
experience in and judgment of like properties in the large 
communities of the country, and taking into consideration 
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the above-mentioned elements as well as the entire situa- 
tion and surrounding conditions, the fair and reasonable 
market value of the properties is, in the judgment of your 
commissioner, not less than the sums hereinabove given. 

“The values of the property for the Metropolitan system 
exclusive of the Westport: Belt Railway, as determined by 
the methods discussed above, are in substantial accord and 
have all been taken in consideration at the value returned 
for the Metropolitan system.” 


TasLeE 1—SuMMArRy oF VaALuEs or MerropotitaAn SystTeM, EXcCLusIvE oF 
tur Westrort Bett RAILway 


(1) Actual cash investment in the property: 
Investment in the present property... 0. csc ee esse cece $25,214,870.67 
Investment in superseded property............eeeeeenes 9,083,190.48 
ERGtaleirivies Men, +. ceeds. oe heteinte gies Paleins ova eyataniemt esis $34,298,061.15 

(2) (a) Value as determined from the present value of 

the physical property alone and the intangible value on 

the basis of a protected investment: 

Cost to reproduce physical property new..........-see00: $27,327,549.00 
BS E58 re PE MCMANTOTUN ccccos levess Rinse Todays: s1e¥Siey «1c era clea w eikte: 2, srerelae 5,792,514.77 


cece ecedsicnene $21,535,034.23 
13,491,541.27 


GSO HOO ROO UR OIUU CED EO ROR aoe UaOe ad | $35,026,575.50 


Present value of physical property alone 
brett leven rel de Bn microm cikishalelcieie re\stcjals(ste/s "al prado es igtere wreck asia 


Total value 


(2) (b) Value as determined from the present value of 

the physical property and the intangible values on the 

basis of an unprotected investment: 

Costito Reproduce mews vv ocals saverde svicig.c nei vides cauvakcentelen $28,643,733.02 
Less depreciation 5,958,015.19 


Present. value of physical property ...s..eeesceceinas $22,685,717.83 
Net intangible value 12,951,284.82 


SPGtaly PRESEN NEE LIGo In ysis) s)ein'at owls cl atesy sinaster ei siate eeaie a's tx ers $35,637,002.65 


(3) Investment in property determined on premise that company is en- 
titled to fair return on capital actually invested: 
(a) Capital value obtained by adding to total investment the accrued 
deficit in operation below a fixed term, superseded property being re- 
tained in capitalization, using 6 per cent and 7 per cent as assumed 
fair rate of return: 


6 Per Cent. 7 Per Cent. 
TOtalieisives time titer vis sisicicisisisclals c.sle-esls avs $34,298,061.15  $34,298,061.15 
UN CEANVE CIM LOSS) aiaisicrs:a) al arevasaetelersso\w ever eve) aioce 1,742,251.54 9,903,865.90 


LOCAL GAD UGA WAL WE? a) oe ei0ia(aje sta nics nye ma $36,040,312.69  $44,201,927.05 
(b) Capital value obtained by adding to net investment the accrued 
deficit in operation below a fixed return—the superseded property being 
charged to operation in the year in which it was removed, assuming 6 


per cent and 7 per cent rates of return: 
7 Per Cent. 


Total investment $25,214,870.67 
Accrued loss 10,829,343.47 18,573,637.20 


$36,044,214.14 $43,788,507.87 


6 Per Cent. 
RAPT RS CHE Si eS $25,214,870.67 


Total. capital value 


FAIR ORDINANCE PROVISIONS: 

“(a) The contract should stipulate the agreed fair value 
of the property, which should be so determined as to protect 
the interests of those whose money is legitimately invested 
in the creation of the property, and in cases where the 
returns on the actual investment have not been excessive, 
as in the case of the Metropolitan system, should assure 
to’ the owners a fair return on such value. 

“(b) The ordinance should provide for supervision by 
the city or State of capital expenditures in order either to 
rehabilitate portions of the property or to make such ex- 
tensions aS are necessary to give adequate service, such 
supervision to be made for the purpose of assuring in- 
vestors that their investment is represented by money actual- 
ly put into the property, thus tending to decrease the rate 
of return that will be demanded by investors, and at the 
same time for the purpose of securing the minimum capital 
investment, as well as the minimum rate of return, all of 
which serves to decrease the cost of transportation service. 

“(c) The city or State should supervise the operation of 
the property to such an extent as may be necessary in 
order that the service shall be adequate and of as high a 
character as is consistent with the returns from operation. 

“(d) The surplus from operation that remains after the 
payment of operating expenses, including taxes, main- 
tenance and a proper reserve for depreciation and after 
the payment of fixed charges, consisting of the agreed 
minimum fair return on the capital invested, should be de- 
voted to the following purposes: 

' “(7) Part to an amortization fund for the purpose of 
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ultimately retiring any part of the capital investment that is 
not represented by physical property. 

“(2) Part to the company as profit for efficient operation, 
unless it should be decided to limit the company to a fixed 
return upon its investment, which return should be some- 
what higher than the minimum return referred to in para- 
graph (d). 

“(3) Part to the city as its share in the net profits, if 
the city so elects in the ordinance, although for the best 
interests of the citizens it is questionable whether the city 
should retain any portion of the profits, the better policy 
being that any such surplus should be utilized in improving 
the service, extending the system or in establishing a pen- 
sion or other fund for the benefit of employees of the 
company. 

“(4) The reduction of fares after such time as the 
company has been able to decapitalize all that portion of 
its capitalization which is not represented by physical prop- 
erty, or after the decapitalization of the value of tan- 
gible property, should this be deemed advisable.” 

Table II shows the value of the Metropolitan system and 
the Kansas City & Westport Belt Railway on the basis of 
a protected investment. 


Taste II—Vatve or Merropotitan SySTEM AND THE Kansas City 
& Westrort Bett RatLway on Basis oF A PROTECTED INVESTMENT 


Cost New. Present Value. 
SETAC IE a Ges eiouaiets cant nace RTae ee ieee $5,686,568.15 $3,804,876.82 
MEMS oY rine ietclaleta= enbaine si tistalai cous elnts eeerniets 6,001.97 206,001.97 
Bridges, trestles, culverts and viaducts... 1,819,185.80 1,470,443.28 
i Sg bs AO Pe D RTI Ey lemma seer aia ootteuretoe 2,177,655.40 1,683,101.96 
Electrical distribution system ........... 2,274,622.96 1,902,886.58 
RGHIN Se StOCK, (cocsisie: stelle ae oue\e oie lene ie sale ee 4,020,127.09 2,853,780.73 
Power plant equipment................+- 3,305,408.57 2,481,628.10 
SOTO EQ MIDIELVE elatyleintainl orm cies xiv'nl ates rea 127,561.20 78,344.58 

Stores, roadway tools and miscellaneous 
SQUIPMERED Ve vis dcratese sists wlese soniye owe besaliee 428,257.90 418,501.71 
SAGRGL OS sin anceiorae itole cha a leon «seater eaters 2,525,460.18 2,043,059.72 
KRumnitiure sand! fixbaresy |. ss om -1-lacaterieiasiele 32,868.80 27,955.07 
Realiectite tc iccicc cor sinvin voles eles 2,081,409.04 2,081,409.04 
Rivht-of-way neces le 2) 1,431,120.60 1,431,120.60 
Property damages 73,363.60 73,363.60 
Real estate dedicated to municipalities... 236,584.37 236,584.37 
$26,426,195.63 $20,793,058.13 

Legal expenses, carrying charges and in- 
exdentals, 5° per cent. olssinu. «wire esters 1,321,309.77 1,321,309.77 
Bond’ discount; 5, per cent... 1.006. 1,387,375.26 1,105,718.39 


$29,134,880.66 
$24,077,293.70 


$23,220,086.29 


By companies: 
Laan $19,028,798.47 


Metropolitan Street Railway........... 


Kansas City Elevated Railway.......... 2,045,694.69 ,630,440.84 
Central Electric Railway............... 1,204,560.61 875,794.92 

$27,327,549.00  $21,535,034.23 
Kansas City & Westport Belt Railway... 1,807,331.66 1,685,052.06 


$23,220,086.29 


$29,134,880.66 


“Tn detail the method of determining the future earning 
value is this: The operating statement of the company for 
the year ended May 31, 1912, gave the information as to 
the gross receipts and the operating expenses and showed 
that the gross income for the year was $6,346,782 while the 
operating expenses, including taxes, amounted to $3,998,548, 
or a total net income from operation of $2,348,234. The 
operating ratio as shown by this year’s Operation was 63 
per cent, of which 17 per cent was charged by the com- 
pany as maintenance. This operating expense, however, 
included a large amount of renewal expenditures, amount- 
ing to between 3 per cent and 4 per cent of the gross 
earnings. If the full provision is made to meet the de- 
preciation, it is found that about 6.9 per cent of the gross 
earnings would have to be set aside annually for the pur- 
pose of renewals, that is, about 344 per cent in addition to 
the 3 per cent or 4 per cent that was expended during the 
last year. This would result in an operating ratio of 
66 2/3 per cent, which has been taken in determining the 
net from operation throughout the remaining period of the 
franchise. Ordinarily the fair operating ratio for street 
railway companies, including renewals, is about 70 per cent, 
but the Metropolitan company owns its own power plant, 
and in the operating expense the charge for power is figured 
at cost. In this method of estimating the future net earn- 
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ings the entire capital is supported, which capital includes 
the cost of the power house. Since the gross receipts con- 
tain the receipts from the sale of power, a deduction of 
$128,947 was made from the total gross receipts, this 
amount representing the estimated profit to the Metropoli- 
tan company from the sale of power. This amount being 
deducted from gross receipts of $6,346,782 leaves the amount 
of $6,217,835 as the gross receipts from the operations 
of the transportation company, and this amount has been 
increased year by year at the rate of 4 per cent com- 
pounded throughout the remaining period of the franchises. 
The net receipts for the future have been taken as 33 1/3 
per cent of the gross receipts, and the present value of the 
future net earnings from operation for the period ending 
May 31, 1925, have been determined. From the present 
value of the future net receipts there has been deducted the 
present value of the interest, figured at 5 per cent on the 
value of the physical property required to reproduce the 
gross receipts above referred to. 
_ “In arriving at the increase in capitalization, the maxi- 
mum ordinance requirements have been used, which, ac- 
cording to the contention of the cities, call for the con- 
struction of 8 miles of single track per annum. This will 
entail an expenditure of $750,000 per annum, based on a 
cost of $94,000 per mile of track, which is obtained by 
dividing the total value of the property, exclusive of prop- 
erty damages, real estate dedicated to the city and such 
items, by the total present mileage. The Metropolitan 
system is now overbuilt in the city of Kansas City, and the 
total expenditure for new property that will be necessary 
during the next fourteen years is practically $7,000,000. On 
the basis of the ordinance requirements, however, an ex- 
penditure of $9,750,000 will be necessary, and although 
this expenditure is greater than the situation warrants, 
this increase in capital has been used in determining the 
future earning value. The present value of all future in- 
terest payments on this capital has been determined, thus 
arriving at the total present value of the fixed charges, 
which in turn are to be deducted from the present value 
of the future earnings. The final result reveals that the 
present value of the future receipts amounts to $25,832,411, 
while the present value of the interest payments on the 
capital to be supported amounts to $12,340,870, resulting in 
a net earning value of $13,491,541, this value being figured 
in accordance with the Chicago method on a conservative 
basis at every point, that is, conservative as to the rate 
of increase of gross receipts, conservative as to the operat- 
ing ratio, and conservative in that a-much larger increase 
in investment is figured on than will be necessary in order 
to take care adequately of the increased business.” 

PRESENT AND FUTURE TRANSPORTATION REQUIREMENTS 

Other sections of the report relate to present and future 
transportation requirements of the Kansas City district, 
saying in part: 

“Table III shows a comparison between operating sta- 
tistics for the Kansas City district and eleven other cities 
comparable in size with the Kansas Cities. 


Taste I1]—Comparative Statistics ror Kansas City District AND THE 
AVERAGE FOR TWELVE CITIES 


Kansas City Average for 


hs District. 12 Cities 
Car miles: per mile! of, tracks ciccusire/ ane ssaenie oe 83,862 85,233 
Revenue passengers per mile of as rhe -420, 747 496,247 
Revenue passengers per car mile.............-+4+ 5.02 5.82 
Miles of track per 1000 inhabitants............. 0.794 0.572 


Receipts per scapitass:.s-< is asics ork eels ° $16.53 $13.26 
Receipts per mile of track.. : : $20, 825.00 $23,177.00 
Population per mile of track. . 13260 7 0 


“At the average rate of 1 mile of track for each 1748 
of population, the Kansas City district would have but 212 
miles, instead of the present 281 miles, which indicates an 
expansion in the track mileage of the Metropolitan system 
unwarranted by the population served. 
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“The first impressions of the transportation system of the 
Kansas City district are quite favorable, particularly so 
from the standpoint of one accustomed to the service 
given in the more congested centers of other cities. The 
cars move with a reasonable degree of speed in well- 
paved streets on tracks generally free from traffic inter- 
ference. Passengers are carried a long distance for a 
single 5-cent fare. The headway on the various routes 
varies from a minimum of approximately 2 minutes to a 
maximum of 15 minutes. The average speed for all lines, 
including the slower speed now necessary through the cen- 
tral district of the town, averages 8.9 miles per hour. The 
character of the rolling stock is, in general, first-class. The 
physical property, in general, is in very good condition. 
It is found that only 31 miles of track should be entirely 
rebuilt and 13 miles should be furnished with a new sub- 
structure within the next two or three years. 

“Of the total number of closed cars, approximately 3 
per cent were found to be in the shops undergoing heavy 
repairs, while 2 per cent were found in the carhouses either 
undergoing light repairs or available for use at time of 
maximum service. This number of cars out of service is 
probably a minimum for good operating conditions, since 
in general with first-class maintenance it is necessary that 
not less than 2 per cent or 3 per cent of the cars normally 
available for service (that is, exclusive of those in the 
general shops) be held in the carhouses for minor repairs 
and such maintenance work as is necessary in the normal 
operation of the cars. 

“Although a general view of the situation indicates’ that 
the traffic is reasonably well handled, in order to determine 
the sufficiency of the service furnished for the existing 


co 
ct 
‘S 20 8 30 §$§ GO 45 $0 
Kansas City Traffic—Loading Time on Prepayment Cars 
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traffic it was necessary to study the situation somewhat in 
detail. Such investigations have been made, and such 
data have been collected as would serve to determine the 
character of the service at critical points on the system. 
The readings have been compiled in diagrammatic form and 
one of the records is published herewith. 

“By a study of the diagrams a very definite idea can be 


ELECTRIC RAILWAY JOURNAL 


719 


formed as to the traffic which exists on the various routes. 

“Tables prepared, covering the entire rush-hour period 
of one and one-half hours and for a thirty-minute and a 
fifteen-minute traffic peak, show that, while the average 
percentage of standing passengers in the evening rush 
period from 5 p.m. to 6.30 p.m. is only 37 per cent, the 
average percentage of standing during the thirty-minute 


Kansas City Traffic—Typical Passenger Count at Point of 
Maximum Load 


peak is 45.3 per cent and during the fifteen-minute peak is 
49.2 per cent, this being for all lines. 

“The passenger counts have all been made with the view 
of determining the character of service during the rush 
hours. For the rest of the day—that is, from 10 o’clock in 
the morning to 3 o’clock in the afternoon and from 6.30 to 
10.30 in the evening—the passenger traffic was very much 
less than that existing in the peak hours, and it was found 
that too many cars were being operated on many of the 
lines for the revenue received. 

“For the purpose of providing more adequately for the 
present passenger traffic in the Kansas City district a num- 
ber of the present through lines should be re-routed and 
several general improvements are necessary. More cars 
should be placed in service at the time of the morning and 
evening rush-hour periods, more particularly during the 
evening rush hour, and to furnish satisfactory service to 
the business now being handled the company should place 
in service twenty-one additional cars. 

“The majority of the cars of the Metropolitan company 
compare favorably with those of any other large transpor- 
tation center in the country, being large, roomy, comfort- 
able and well adapted for the hard usage to which they are 
subjected. 

“There is, however, a fault in the design of the latest 
type of prepayment car operated by the Metropolitan com- 
pany, in which the conductor is placed near the rear vesti- 
bule window on the left-hand side as the passenger enters. 
One of the most important features of the prepayment 
type of car is that which provides a large platform in order 
that a number of passengers may board the cars quickly 
and that the fares may be collected while the car is in 
motion. As a result of numerous observations shown in 
detail in the accompanying illustration, it is evident that as 
a means of facilitating loading in the congested districts 
this type of car is unsatisfactory and that to it can be 
charged a large amount of the prevailing car congestion 
due to the excessive time taken in loading. 

“Tt will be noted that when five or more passengers board 
the car the average time per passenger required for board- 
ing this type of car is 2.47 seconds, whereas the time for 
the same number of passengers boarding the ordinary ves- 
tibule type of car operated on the Metropolitan system is ap- 
proximately 1.5 seconds. The average time per passenger 
boarding the Chicago-type prepayment car, which has a 
large rear platform, is shown by this illustration to be I 
second per passenger. 

“A cause of slow car movements and irregularity of 
service has been found in the number of accidents which 
occur daily. Some of these are due to making a near-side 
stop with a car designed for a far-side stop, passengers fre- 
quently being in the wrong place and unnoticed by the 
conductor. Collisions with vehicles and injuries to per- 
sons boarding or alighting from cars, or while in cars, are 
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quite numerous. The more recently constructed cars of 
the company are provided with rear platform doors which 
are closed while the car is in motion. This is probably the 
most effective remedy for the numerous boarding and 
alighting accidents, and as more cars of this character are 
placed in service there should be a proportionate reduction 
in the number of such occurrences. That the equipment is 
being used in a rough manner is indicated by the number 


Taste I1V—SuMMary or EXPENDITURES 


IMMEDIATE 


Rehabilitation: 
Track and) ‘paying, Coniplete (acs cent sion ie alan eiuaeee tease ata $1,234,800.00 
New )Substruchisce satan at ac ithe ine boa here cea eg ee ee reir 213,500.00 
BLIG GES ic oct 's serpin Sake Cele isle ae pte teller sere teteleantala aetna eae tes 800,000.00 
Electrical: distribution. system’ "iveos naires « clei etyehis en © eps 95,000.00 
Total  <sicieux:atsetersto ub asare caivta aca fateeatetatata ler 1ee totals, 41 farel net Tetris tatek $2,343,300.00 
LOOMCarsy. ateNG, S00) CHCl sy cip7. re vetuiarn starcanatare eta wntelotaanet ti elers aie 650,000.00 
On account New Union Station— ' 
Track—3i2" miles), at’ 'S50;000 c.cs.= ceirelmnie «aretcidaite tetanus ie 160,000.00 
On account Twelfth Street and Twenty-third Street traffic 
ways— 
Twelfth Street, $200,000; Twenty-third Street, $250,000; 
track and" line, work, $180,000 ccs feracisiesiacieieens bie 630,000.00 
Cross-town lines— 
Prospect Avenue-Chestnut Street, 2.2 miles; Thirty-ninth 
Street 4.4 miles; 6.6 miles, at $50,000.........-eeeeeee 330,000.00 
Necessary for re-routing— 
Woodland Avenue, Tenth and Missouri, 0.5. mile; Forty- 
third to Forty-seventh Street, 1 mile; Indiana Avenue, 
Twelfth to Eighteenth, 1.1 miles; 2.6 miles, at $50,000.. 130,000.00 


$4,243,300.00 


FUTURE 
Extensions—track, paving and line work, 27.3 miles........ $1,365,000.00 
Carouases 2 tae cc, Siecle clare cite ereltaxc hainimtel efaretnticte 2 450,000.00 
Bridges ..... 650,000.00 
SHOP AGAUWIOM c..iveric hla eiaelatenare 125,000.00 
Cars—twenty per year for ten y «+ 1,300,000.00 
Power~plant; equiomenty io. av in ota wet nel ciel othe eee ree ate 500,000.00 
$4,390,000.00 
4,243,300.00 


APOC OR TAs un Cate emrcien con Rar are Agia err $8,633,300.00 


Of the above amount it is estimated that only one-half of the 
rehabilitation expense on track and paving and one-third 
of the cost of rebuilding the elevated structure will be a 
capital account charge; therefore in determining the total 
additions to plant account during the remaining franchise 
period two-thirds of these amounts should be deducted.. 1,527,721.00 


The increase in the capitalization during the next thirteen 
yeats Should bes sercsivyn santo a clarets ma oat ce <cleea eeeneeeet h eees $7,105,579.00 


of persons falling in cars. Automotoneers placed on the 
controllers would compel a more gradual application of 
power and thus lessen the jerking of the cars when starting. 

“The universal transfer system now in effect on the 
Metropolitan system is very liberal in its provisions and is 
being subjected to great abuse, particularly in the downtown 
district. The trading of transfers has been frequently ob- 
served, and traveling in a loop on a single fare is possible 
in several different directions.” 

A number of changes in routing are recommended by 
the commissioner together with expenditures for rehabili- 
tation, of which a summary is given in Table IV. 


RECORD EFFICIENCY FOR WATER TURBINES 


Ordinarily speaking, water turbines seldom show efficien- 
cies exceeding 85 per cent, and at anything but the most 
advantageous gate opening 80 per cent is not an uncommon 
figure. Recent tests on four 6000-hp, single-runner Francis- 
type turbines of the Appalachian Power Company at New 
River, Va., have shown much higher results. The machines 
operate under the fairly good head of 49 ft. and at 116 
r.p.m. They are large vertical-shaft turbines and therefore 
obtain some advantage in the matter of friction. The maxi- 
mum efficiency rises to between 93 and 94 per cent and re- 
mains above go per cent from about 80 per cent load up to 
full load, after which it drops off rapidly. The rise in 
efficiency toward this maximum is extremely steady and the 
wheels pass 80 per cent efficiency at half load. 

The results obtained seem to be attributable to very care- 
ful design and manufacture helped out by skill in placing 


ELECTRIC RAILWAY JOURNAL 


[Vor. XLI, No. 16. 


the wheels. In arranging the draft tubes particular care 
was taken to avoid as far as possible the eddies which are 
known to have a serious effect on turbine efficiency. The 
importance of these minor details was shown in a slight but 
very plain difference observable in the tests of two similar 
turbines. The one that gave the lower efficiency discharged 
slightly to one side of the tailrace, producing some eddies, 
and these seem to be apparent to the extent of I or 2 per 
cent in the efficiencies obtained. 


PREPAYMENT ZONE SYSTEM INAUGURATED AT 
LEICESTER 


On March 19 the first installation of prepayment cars 
for a street railway with zone fares was made in England 
by the Leicester Corporation Tramways with ten double- 
deck cars furnished under license of the International 
P-A-Y-E Tramcar Company, Ltd., London. A description 
of the entrance and exit arrangements of these cars was 
published in the Etecrric Rattway JourNAL for March 1. 

The introduction of the prepayment service on the Nar- 
borough route of the Leicester lines was of particular in- 


Mayor Standing on Platform and Passenger Depositing 
Ticket on Leaving the Car 


terest because it is demonstrating that the prepayment 
system is applicable to any form of the zone fare system 
as well as to single-fare systems. On this route four fare 
zones are in use. The abuse of overriding, the European 
equivalent of missed fares in this country, is obviated by 
a novel ticket machine which permits the conductor to 
issue with great rapidity but absolute accuracy tickets of 
various colors or numbers corresponding to the zones named 
by the entering passengers. On leaving the car each passen- 
ger drops his ticket in a glass-covered box which is under 
the eye of the platform man. Overriding is therefore 
readily obviated because all tickets deposited within a given 
zone must be of the color or number which corresponds to 
that zone. Of the two accompanying illustrations, one 
shows the ticket machine in charge of the conductor and 
also (at the extreme right) the box in which departing 
passengers drop their tickets; the other view shows a 
passenger in the act of depositing a ticket. 

The inauguration of the prepayment service at Leicester 
was made quite a social occasion as the Mayor himself 
started the first car. After the trial trip, Alderman Flint, 
whose journey to America was largely responsible for the 
decision to use prepayment cars, entertained the repre- 
sentatives of the municipality and the licensing company. 

Reports which have been received since the introduction 
of the service state that the cars are operating without a 
hitch. During Easter week they carried record crowds to 
the satisfaction of both the passengers and the tramways, 
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EXPRESS CAR FOR AUTOMOBILE SHIPMENTS 


The Northern Ohio Traction & Light Company, Akron, 
Ohio, has recently placed in service a baggage and express 
car of unusual design. It is arranged to accommodate the 
heavy rubber and automobile shipments over this line from 
Akron, Ohio. Akron is the home of the rubber-tire indus- 
try, being the largest center of this kind in the world, and 
a considerable amount of this class of express business is 
,handled by the traction company. é 

The design of this car includes an all-steel underframe 
and an arched roof body of wooden construction. The 
body is built for sing!e-end operation and so that the rear 
end ‘will open full width, thus permitting automobile bodies 
or other material to be loaded from the rear end from 
either an incline or an elevated platform. The full-width 
opening at one end of the car is obtained by designing the 
vestibule in three panels. A sash door forms the central 
panel, which is hinged to one of the side panels, and the 
latter in turn is hinged to the side of the car-body fram- 
ing. 

Three heavy strap and pin hinges extending practi- 
cally the full width of each side panel permit of the usual 
vestibule construction, insuring rigidity when locked in the 
closed position dnd reducing the tendency to sag when 
open. There is also special provision made for adjustable 
posts, so that space may be arranged for different kinds of 
freight. Pockets in the roof and a bolt lock on each post 
base permit of the post being placed after a shipment has 
been loaded and thus serve as blocks to fix the shipment’s 
position on the floor. 

Car illumination is obtained from a series of lamps ar- 
ranged down the center of the ceiling. They are covered 
with substantial metal guards to insure against breakage. 
Loading and unloading of small shipments is facilitated by 
two 7-ft. doors on each side of the car. 
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mounted on McGuire-Cummings No. ro-B. M. C. B. trucks, 
and the car was built by the McGuire-Cummings Manufac- 
turing Company. Motor control is obtained through a 


Westinghouse type HL unit switch control equipment. 
The car was constructed with a view to being used in 
heavy service, and the essential dimensions are as follows: 


Express Car for Automobiles—Side View, Showing Wide 
Side Doors 
Sor MMe TRU ani okie & Misane eh wkacarn gitie eat qrity aimincita eat acd sie level's 60 ft. 0 in 
Rete Oe DOG apatenntong hitler ntapcre opatenehenmenceyainanie tea nrmpe ails, Saye lavas 58 ft. 4 in 
INGEN cM enum Al Uncterent teiodiapepen mts hderetiOe Mal chahav sha svetukesviedariacetanatieiGte 8 ft. 8%in 
Drstamee, DEtweelns CeMter PINs «5 eaves niece min vienna ele 37 kb. 0) Sas 
Dam eter) Ru MVANCORS 2550. ele pm citselvl ai Sa a wieeese rinseptueiar ree)e) sheias) s 360 sane 
Wi GSakigel a Fred Veron OFC Semen Ck PCR EEEREIGRORC ICDEE EE ROPER CARE ACRE i a REE Gat Go Sins 
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Wierthte of ain-brakey eqiiipment. (oir. shies mind eidieetn es ain aye als 2,200 1b. 
Weight onuimiscéllaneous equipments 60) cv cine seus ventas 500 Ib. 
Total weight of car completely equipped...........-..0.-. 64,900 Ib. 


A very complete set of operating equipment is mounted 
in the cab, including the master controller and air-brake 
equipment. The cab equipment is unique in that the cut- 
out cocks for the air system are placed inside of the car 
instead of underneath as is usual. This makes it a very 


Express Car for Automobiles—Interior View, Showing Adjustable Posts, and Rear View, Showing Arrangement for 
Full-Width Opening 


To provide comfort for the trainmen at low temperatures, 
a Peter Smith forced hot-air heater has been installed. The 
heat is carried over the entire length of the car body in 
metal ducts placed under the roof. 

The electrical and air-brake equipments are the Westing- 
house design. For propulsion four Westinghouse No. 304 
commutating-pole, go-hp railway motors are used. This 
type was selected for the heavy service incident to inter- 
urban freight and express operation. These motors are 


convenient arrangement for the motorman. The location of 
the sand box is such as to afford a seat for the motorman. 


Fenders are painted in Portland, Ore., by being dipped 
in a tank, and to reduce the amount of paint which would 
have to be used to fill the tank, the tank is half filled with 
water before the paint is poured in. As the paint is nearer 
the top, the fender emerges covered with paint after it is 
dipped into the tank. 


lo 


N 


NEW CAR-WASHING PLANT AT ST. LOUIS 


At the Park Avenue car yards of the United Railways 
Company at St. Louis a frame building formerly used for 
washing cars was destroyed by fire about a year ago. Since 
that time a fireproof, reinforced-concrete building, 114 ft. 
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the building are two cisterns having an aggregate capacity” 


of 45,000 gal. The down-spouts from the roof of the 


building and from one side of the neighboring building lead 
into these cisterns, so that after a rain the water has been 
completely flushed out and replaced by rainwater. 

The capacity of the building is four cars. The tracks 


St. Louis Car-Washing Plant—Interior View 


x 45 ft., has been built for car-washing purposes. There is 
no carhouse at this location, the cars being stored in the 
open, and it is therefore necessary to have a building which 
may be heated in cold weather so that the cars may be 
washed at all times of the year. 

The building is entirely fireproof, one side resting against 


of Building, Showing Plant in Operation 


are elevated on one side and depressed on the other so that 
when a car is in proper washing position all the water on 
the floor of the car runs to one corner of the car, from 
which it may be drained. On each side of the car,.at the 
roof level, there is a 1%4-in. perforated brass pipe. The 
perforations in this pipe throw the water in two direc- 
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St. Louis Car-Washing Plant—Plan of Building, Showing Filters and Cisterns for Return Water 


the brick wall of the neighboring building. The front is 
equipped with Kinnear rolling doors, and the other two sides 
are constructed of a concrete wall and steel sashes sup- 
plied with %4-in. wire-glass. The roof and columns sup- 
porting the roof are of reinforced concrete. Underneath 


tions, in one direction against the ventilators in the monitor 
roof and in the other direction against the side of the 
car. The force of the water may be regulated by means 
of a valve on each perforated pipe. Permanent wooden 
platforms have been erected at the side of each car so that 


— 
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the car washer may regulate the force of the water and 
wash the side of the car by means of a brush without getting 
wet. A hose connection for each car is taken off the water 
system, the nozzle on the hose being supplied with a valve 
so that the flow of water may be regulated by the man 
manipulating the nozzle. This hose is introduced at one 
of the windows of the car and is used for washing the 
interior. 

The city water pressure at this location is about 4o lb. 
per square inch, which is amply sufficient for this work. 
In order to economize in water a filtering arrangement has 
been introduced below the water level in the cisterns so 
that the water may be purified and used again. A 2%-in., 
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average time required for completely washing a car inside 
and outside, including time lost in car switching, is about 
twenty minutes per car. 

The cost of the building, exclusive of track, piping, heat- 
ing, lighting and cisterns, was $6,000, or about 6 cents per 
cubic foot of volume. 


RE-HEARING OF THE PAINESVILLE TRANSMISSION 


CASE 


In the issue of the ELectric RatLway Journar for June 
8, 1912, an account appeared of an important hearing be- 
The case was 


fore the Ohio Public Service Commission. 


St. Louis Car-Washing Plant—Rear View of Building, 
Showing Elevated Tank 


two-stage centrifugal pump, driven by a 7%4-hp motor, 
pumps the water from the cisterns back into the washing 
system. By means of valves either city hydrant water or 
water pumped from the cisterns may be used. The filters 
are about 18 in. in depth and are filled with fine gravel 
which has been screened through a %-in. screen. Every 
morning about 1 in. of the top of this filter is removed and 
thrown away, fresh gravel being put in its place. Once a 
week the entire contents of the filter are removed and re- 
placed with fresh gravel. The rainwater from the roof is 
introduced below the water level in the cisterns so that the 
entering fresh water will float away into the sewer any 
scum on top of the water in the cistern. The two cisterns 
empty into a pump pit and are controlled by valves so that 
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ing Location of Sprinkler Pipes 


either cistern may be pumped out and cleaned whenever 
necessary without interfering with the use of the other 
cistern. 

The washing crew consists of five men. One man washes 
the outside of the car while four men wash the inside. The 


St. Louis Car-Washing Plant—Front View of Building, 
Showing Washing Platforms 


brought before the commission by the Western Union Tele- 
graph Company and involved a transmission line which had 
been recently installed by the Cleveland, Painesville & 
Eastern Railroad on its own right-of-way. This, however, 
adjoined the right-of-way of the Lake Shore Railroad, and 
the dispute was concerned with the character of construc- 
tion and location of the transmission line, which were held 
to be such as to constitute a serious risk to the general pub- 
lic. The case aroused great interest as it opened up a large 
field of possible interference with the progress of trans- 
mission line construction. Leading experts were called as 
witnesses of both sides and the whole subject of transmis- 
sion line engineering was thoroughly presented. The gen- 
eral aspects of this case were also discussed in a paper de- 
livered by J. G. Swain before the Central Electric Railway 
Association and reported in the ELecrric RAILWAY JOURNAL 
for June 15, 1912. 

On Feb. 11, 1913, the commission rendered a decision 
substantially in favor of the defendant by issuing an order 
imposing certain minor requirements. This order is num- 
bered 155, and its provisions were to be carried into effect 
by March 1, which was done to the commission’s satisfac- 
tion. The items of the order are substantially as follows: 
Certain wires were to be moved so that they cleared the 
Western Union wires by 6 ft.; high-voltage strain insulat- 
ors were to be installed in certain guy wires (about sixty 
in number) in place of the low-voltage insulators originally 
used; a few push guys were to be put in; inspections are 
to be made every ten days instead of bi-weekly as hereto- 
fore, and the reports of these are to be subject to inspec- 
tion by the commission. 

The case is again brought to attention by the announce- 
ment of a re-hearing to be held in Columbus on May 6, the 
complainant alleging the finding of new evidence. 

The Durban Municipal Tramway, Durban, South Africa, 
reports the gross income for the year ended July 31, 1912, 
as $593,986, of which $87,017 was net. The tramway car- 
ried 15,655,737 passengers during the year. 
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EFFECT OF THE FLOOD ON THE OHIO ELECTRIC 
RAILWAY 


Conditions on the Ohio Electric Railway system are be- 
coming normal again rapidly, except at points where track 
and bridges were damaged so seriously that time will be 
required to prepare them for regular operation. The dif- 
ficulty with floods began to develop on the morning of 
Tuesday, March 25, on the most northerly lines of the sys- 


Ohio Flood—Washed-Out Culvert on Ohio Electric Railway 


tem, and as the floods swept south other lines and prop- 
erty controlled by the company were affected on succeed- 
ing days. Communication between the different offices and 
the general offices in Cincinnati was cut off for a time but 
was restored as quickly as possible and the work necessary 
to permit resumption of operation was begun. The full 
extent of the damage done to the property of the com- 
pany cannot be judged accurately at this time, but the 
principal points at which loss has been sustained are given 
in the following summary of conditions on the entire prop- 
erty. The system is divided into several districts and in 
all of these some difficulties causing suspension of opera- 
tions have arisen. 
THE SOUTHERN DISTRICT 

The southern district is that served by the Cincinnati, 
Dayton & Toledo Traction Company, which is leased by 
the Ohio Electric Railway Company and comprises the 
interurban line between Cincinnati and Dayton, the branch 
line from Miamisburg to Germantown, the Hamilton city 
railway line and the Dayton city railway line. The great- 
est loss in this district, and in fact on the entire system, 
was between Dayton and Hamilton. About 50 per cent 
of the high-tension transmission line between these two 
points was destroyed. 

Very little damage was done between Dayton and West 
Carrollton, but between the latter point and Miamisburg 
the track was washed very badly in a number of places. 
Thus a bridge across the Miami River on the Miamis- 
burg-Germantown branch and about 50 per cent of the 
track between Miamisburg and Franklin wére washed out. 
The greatest damage in this section, however, was at 
Chautauqua, where for a distance of about half a mile 
the tracks and roadbed, as well as poles and wires, were 
entirely washed away. Some of the rail is badly bent and 
twisted and cannot be used at all. 

The substation at Franklin was damaged slightly by 
water, and there was about 2 ft. of water in the building. 
Between Franklin and Middletown there were a_ large 
number of washouts, but none of these was very serious. 
Very little damage was done to property at Middletown. 
South of Middletown, however, a new 1200-ft. bridge with 
concrete piers and abutments was completely wrecked. 
This bridge crossed the Miami River and was built two 
years ago of go-ft. plate girders. The abutment of this 
bridge on the Middletown side remains, together with the 
first pier from that abutment, and also two piers about 
the middle of the river. The latter two piers, however, 
were damaged. The span of girders supported by the 
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abutment and the first pier remain in place. The other» 
piers were washed away. ‘The approaches on both sides 
of the Middletown bridge were damaged badly. The tre- 
mendous force with which the water swept down on this 
bridge is shown by the fact that two bridges of the Cleve- 
land, Cincinnati, Chicago & St. Louis Railroad just above 
this one, which were erected at about the same time but 
were of much heavier construction, were also wrecked 
completely. 

The overway across the Cincinnati, Hamilton & Dayton 
Railway tracks on the line between Middletown and Tren- 
ton was also wrecked completely, but the bridge over Elk 
Creek, a short distance away, was not damaged. With 
the exception of one washout on the tracks between Tren- 
ton and West Hamilton the damage in this section was 
slight. 

On B Street in West Hamilton for a distance of a mile, 
although the tracks were not damaged, the overhead con- 
struction was entirely destroyed. Practically every pole 
was cut off at the ground line and carried away. When 
the flood reached West Hamilton it came so suddenly and 
with such force that one car on the city line which was 
caught on B Street was wrecked by floating debris. The 
upper structure of the car body was battered to pieces and 
carried away. Although the force of the water was not 
strong enough to carry away the car motors and trucks, 
which remained on the track, numerous freight cars of 
the steam railroad company in this vicinity were swept 
away. 

The county bridge at High Street connecting West Ham- 
ilton and East Hamilton was completely destroyed, and this 
cut the line of the company in two at that point. 

A good deal of damage was done to some of the city 
lines in Hamilton, and there were a number of washouts 
between that city and the terminal of the interurban lines 
in Cincinnati. 

THE WESTERN AND NORTHERN DISTRICTS 

The western district comprises the interurban lines be- 
tween Dayton, Ohio, and Richmond, Ind., and between 
Dayton, Ohio, and Union City, Ind. These lines were 
damaged very slightly, but their operation was discontinued 
until April 7 on account of the power situation. The lines 


receive current from the Lindenwald power station at Ham- 
ilton, Ohio, but were unable to get it because of the de- 
struction of the high-tension transmission lines extending 
from Lindenwald to O’Neils, the first substation south of 
Dayton. 

The northern district comprises the Lima city railway, 


Ohio Flood—Damaged Track Between Springfield and 
Dayton 

light, power and heat plarits, the interurban lines between 

Lima and Defiance, Lima and Toledo, Lima and Fort 

Wayne and Lima and Springfield. 

On these lines the damage was very slight, though about 
17 miles of track were under water, and one end of the 
bridge at West Liberty dropped a little, but has been 
raised since. Several of the lines discontinued operation 
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for from four to five days, but all are open now and nor- 
mal service has been resumed. No damage was sustained 
by the city railway and lighting systems of Lima. 

THE CENTRAL DISTRICT 

The central district comprises the interurban line from 
Dayton to Columbus, the branch line from Medway to New 
Carlisle and the Columbus-Orient interurban line. 

The line between Columbus and Dayton suffered a good 
deal of damage immediately west of Columbus. The pav- 
ing, foundations and tracks were washed out for a dis- 
tance of about 800 ft., and as the city bridge across the 
Scioto River at Tom Street, Columbus, was also washed 
out, operation into that city was necessarily discontinued. 
A temporary bridge is being built at this point, which will 
permit the resumption of operation soon. No damage what- 
ever was done to the new interurban station at Columbus 
and the damage between Columbus and Springfield and in 
the city of Springfield was small. 

On the line between Springfield and Durbin about 1000 
ft. of track were washed out. Between Durbin and Os- 
borne, a distance of about 11 miles, stretches of track were 
washed out entirely, and so powerful was the force of 
the water that in some places it is scarcely possible to see 
where the roadbed was originally. Right-of-way fences 
and poles, as well as track and roadbed, have disappeared 
completely on sections of the line between these two points. 
Where part of the roadbed stood originally at one point 
on this section there is a pool of water about 2000 ft. long, 
which in some places is 16 ft. deep. None of the structures 
or bridges on this section sustained any damage. 

Between Durbin and Dayton the amount of damage was 
slight. The line has not yet been operated into Dayton 
because of the fact that Third Street, on which the tracks 
extend from Springfield Street to the terminal station, is 
covered with debris and wrecked houses. The wreckage 
of houses after drifting in the flood collected in this street 
and will make it impassable until the street is opened again 
for traffic. The first floor of the passenger station at Day- 
ton was damaged, but no serious damage was done to the 
building itself. The freight house at Dayton was not 
damaged, but the contents were damaged. Very little 
damage was done to tracks and overhead work at Dayton. 

The line between Columbus and Orient was not dam- 
aged, but cars can be operated only to the site of the Town 
Street city bridge crossing the river, because this bridge, 
as stated, was carried away by the flood. 

.The power plant at Medway was not damaged, as it 
happened fortunately that the force of the water carried 
away the dam raceway at that point and thus released the 
water, which otherwise would have flooded the power 
house. On account of the condition of the water opera- 
tion was suspended for three or four days, but the electrical 
equipment did not get wet. : 

THE EASTERN DISTRICT 

The eastern district comprises the interurban line from 
Columbus to Zanesville, the city line in Newark, the inter- 
urban line from Newark to Granville and the city lines 
and light and power plant in Zanesville. 

The principal damage in this district was done in the 
city of Zanesville, where the loss was heavy. Lines of 
the city system were washed out for stretches of two or 
three blocks. The city bridge over the Muskingum River 
at Third Street, over which one line was operated, went 
out in the flood and that line therefore has not been oper- 
ated since. The Southeastern Ohio Railway, Light & 
Power Company also lost its “bridge over the Muskingum 
River at Zanesville. 

The water in the power station at Zanesville reached a 
height of 15 ft., flooding the basement, boiler room and 
engine room. The water was up I2 in. on the switchboard 
gallery. This condition made it necessary to abandon light- 
ing service at this point, but transmission lines were ex- 
tended from the Hebron plant, and two portable sub- 
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stations were taken to Zanesville, so that current was ob- 
tained for the operation of some of the city lines. The 
Zanesville power plant escaped being wrecked when a 
girder‘of the Baltimore & Ohio Railroad bridge, which was 
dislodged by the water, just grazed the structure. The 
water entered the building with such force that it carried 
away all of the windows and sashes. The entire electrical 
equipment was under water for about three days, and 
when the water subsided it was necessary to clean out the 
mud, which had reached a depth of between 1 ft. and 2 ft. 
In order to dry out the equipment the company put fur- 
naces all through the station, and in addition ran current 
through the generators at low voltage. Two employees 
of the Westinghouse Electric & Manufacturing Company, 
who had had experience in the drying out of equipment 
damaged by floods, assisted in the work. It was expected 
on April 11 that lighting service would be resumed in Zanes- 
ville in a day or two. 

The city line in Newark, the Newark-Granville line and 
the Hebron plant escaped damage. 

The water tore up the track in forty-two places between 
Newark and Zanesville but only for short stretches in each 
instance. In one place a rock dropped on the track from an 
adjoining hill, and this had to be removed with dynamite. 
On account of these conditions the interurban line could 
not be operated into Zanesville for several days. 

Cars of the company were caught by the flood at various 
points and were damaged by the water. The principal 
damage of this nature was done at the carhouse of the 
company at Mound Street, Columbus, which was flooded. 
A number of interurban cars were damaged by the water 
at this carhouse. Three cars were caught in the flood at 
Miamisburg. About six cars were caught in the flood at 
Hamilton, two of which were interurban cars. Three cars 
were in McDowell Street, Columbus, and caught the full 
force of the flood at that point. Several motor freight cars 
loaded with freight, which were all ready to leave Dayton, 
were caught by the flood at that point and damaged. 

The lines of the Cincinnati Traction Company and the 
Ohio Traction Company were but little affected by the 
flood. Accounts of the experiences of these companies were 
published in last week’s issue. 


FLOOD DAMAGE ON OTHER ROADS IN THE 
CENTRAL WEST 


The Cincinnati & Columbus Traction Company had one 
span of a bridge across the Little Miami River washed away 
by the recent flood. This was part of a 460-ft. steel bridge 
at Milford, Ohio. The span which was destroyed was 160 
ft. in length. One pier was undermined and toppled over. 
The bridge span was carried about 150 ft. down the river 
and was badly twisted and bent. Damage done to the track 
of this company by the water was inconsequential, although 
water covered about 5 or 6 miles of the track for one day. 
No water reached the power house, but when the bridge fell 
it carried down the overhead work, and on account of this 
situation operation was discontinued for two days on the 
western end of the line, although it was discontinued for 
only one day on the eastern end of the line. As two cars 
were left on the western end of the line, it was possible to 
begin operation and passengers crossed the Little Miami 
River by foot, using the county bridge for this purpose. 

With the surface of the Wabash River 3 ft. above the 
level of the engine-room floor, satisfactory operation of 
the 12,000-kw generating station at Terre Haute owned 
by the Terre Haute, Indianapolis & Eastern Traction Com- 
pany was maintained throughout practically the entire flood. 
A wall of sandbags was built around the building to deflect 
the current of the river, and a temporary brick wall was 
built across the building interior at each end. Centrifugal 
circulating pumps were used to remove the water which 
leaked into the basement. 
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The Oakland, Antioch & Eastern Railway, ~ 
California 


A New 1200-Volt Line Which Reaches San Francisco by Ferry—The Coast Range Is Pierced by a ‘Tunnel 3458 Ft. Long 


Interurban electric systems are fast supplanting the steam 
railway in the vicinity of San Francisco. Work will be 
begun in the near future on many such projects. Among 
these may be mentioned the Peninsula system between San 
Francisco and San José and the Key Route extension be- 


Oakland, Antioch & Eastern—1200-Volt Catenary 


tween Oakland and San José, each 50 miles in length; the 
Ocean Shore Railroad from San Francisco to Santa Cruz, 
covering a distance of 65 miles, now operated part way as 
a steam road at a negligible profit; the Fresno & Monterey 
Railroad, which will very materially shorten the distance 
from the center of the San Joaquin Valley to Tidewater; 
the Northern Electric Company’s line from Sacramento to 
Vallejo, which, with the Suisun and Vacaville extensions, 
will be over 60 miles in length, and the Oakland, Antioch & 
Eastern Railway, now almost completed. On April 7 the 
last-named company expected to inaugurate regular train 
service between Oakland and Bay Point, Contra Costa 
County, a distance of 31 miles. This is merely preliminary 
to running by July 1 through trains between Oakland and 
Sacramento, 85 miles distant. 

The route between these two cities is shown on the map 
on page 728. A traffic agreement has been made with 
the Key Route which provides for the use by the Oakland, 
Antioch & Eastern trains of the Key Route tracks upon the 
2-mile Key Route pier, and Oakland, Antioch & Eastern 
passengers will be carried to and from San Francisco on 
the Key Route ferryboats. The regular Key Route fare 
between San Francisco and Oakland is 10 cents. An inno- 
vation is being made by the Oakland, Antioch & Eastern in 
adding the amount to the price of tickets from interior 


points to San Francisco instead of charging the same fare 
to either San Francisco or Oakland, as is customary on 
the Southern Pacific and Santa Fé lines from Sacramento 
and the interior valleys. The Oakland Chamber of Com- 
merce greatly favors this charge. 

From the main Oakland depot at Fortieth Street and 
Shafter Avenue, near the Key Route’s Piedmont terminus, 
the Oakland, Antioch & Eastern line extends up Shafter 
Avenue and crosses the north arm of Lake Temescal. 
Thence it winds up Shepherd Canyon on a 3 per cent grade 
to the Redwood Peak Tunnel, which pierces the Coast 
Range for a distance of 3458 ft. Most of the tunnel is 
through solid rock, and all that is not is lined with rein- 
forced concrete 24 in. in thickness on the sides and 18 in. 
in the arch, as shown on the accompanying section drawing. 
Located at the east portal is the largest of the five substa- 
tions. the equipment of which is described below. From 
the summit of the Coast Range the interurban passenger 


Oakland, Antioch & Eastern—Portal of 3458-Ft. Tunnel 


can obtain a view which is not often excelled even in Cali- 
fornia, noted for its magnificent scenery. 

From Bay Point across Suisun Bay to Chipp’s Island the 
Oakland, Antioch & Eastern Railway proposes to build a 
bridge 10,000 ft. in length and 7o ft. high over the navigable 
portion of the stream. The estimated cost of this bridge 
is $1,500,000, Borings have been made to test the bearing 
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capacity of the foundation beds, and work has begun on 
one of the piers. While this bridge is being constructed, 
a ferryboat will be used to transport trains across Suisun 
Bay. The boat is 185 ft. long, 57 ft. beam at deck, 38 it. 
beam over frames and 590 gross tons. Its capacity will be 
six loaded passenger cars or eight freight cars. It will be 
operated by an eight-cylinder, 500-hp gas engine, driving a 
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The Oakland, Antioch & Eastern will enter Sacramento 
by the M Street bridge, owned partly by that company, 
partly by the Northern Electric Railway and partly by the 
counties of Sacramento and Yolo. The passenger depot 


will be located at Third and I Streets, and the freight depot 
at Second and M Streets. 
Between towns a speed of 60 m.p.h. will often be main- 


i Oakland, Antioch & Eastern—Typical Cut 


6%-in. shaft, with a universal coupling at each end of the 
engine. This boat is noteworthy as it is one of the few 
gas-operated boats in the world used for car transportation. 
The ferry slips are 89 ft. long, 24 ft. wide and designed 
for three tracks. The two aprons are all steel, 65 tons each, 
operated by counterweights and water tanks. 

Across Yolo Basin the road is carried on a trestle 13,900 
ft. long. In the center of this trestle a drawbridge has been 
erected across Montezuma Slough. The timber trusses are 
of the Howe type. There is a clear opening of 109 ft., and 
the draw is operated from land by remote control, a 1200- 


tained. The road has been equipped with automatic block 
signals by the Union Switch & Signal Company. 

Power will be supplied by the Great Western Power 
Company, whose main power house is on the Feather River, 
18 miles north of Oroville. Five substations will be re- 
quired for the service of the Oakland, Antioch & Eastern 
Railway. They are 17 miles apart and are located at the 
east portal of Redwood Peak tunnel, at Concord, Monte- 
zuma, Main Prairie and Glide’s Levee respectively. The 
standard substation equipment will consist of one 750-kw 
Westinghouse motor-generator set and switchboard, one 


Oakland, Antioch & Eastern—Substation and Car 


volt, 15-hp motor supplying the power, which is transmitted 
by submarine cable. All of the roadbed between Chipp’s 
Island in Suisun Bay and Sacramento has been completed. 
It is heavily ballasted and will be oiled to prevent dust. The 
laying of the rails is progressing rapidly. These rails will 
be of ferro-titanium alloy, 70 lb. per yard, A. S. C. E. 
standard.’ 


1300-volt interpole d.c. generator rated at 514 r.p.m., one 
1080-hp synchronous 11,000-volt, three-phase, 60-cycle mo- 
tor, with one 18-kw, 125-volt dic. exciter on shaft, one 
switchboard equipped with one synchronous motor panel, 
one d.c. general panel and three d.c. feeder panels. The 
substation at Redwood Peak, which will have to provide for 
the heaviest load, is equipped with two complete sets of 
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this equipment, while the other four substations have but a 
single set. There will also be one portable substation of 
350-kw capacity. 

Overhead catenary construction is of the Westinghouse 
type, 1200-volt No. ooo trolley, 7/16 Siemens-Martin steel 
messenger, with a 600,000-circ. mil aluminum feeder. Un- 
til the completion of the bridge across Suisun Bay current 
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will be transmitted from Bay Point beneath the surface by 
two submarine cables, 250,000 circ. mils, 3/32-in. Para 
rubber taped, wound with 1/16-in. varnished 'cloth and in- 
closed in %-in. plain lead sheath, with No. B. W. G. gal- 
vanized armor, and a jute and lime finish over all. Two 
telephone cables will be laid beside the power cable. Each 
will consist of two pairs of No. 16 B. & S. G strand, in- 
sulated with three wraps of dry paper, 3/32-in. lead sheath 
and No. 10 B. W. G. galvanized armor. 
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Oakland, Antioch & Eastern—Map 


The company will operate fourteen standard cars and two 
parlor cars. The former are 56 ft. in length over all, io ft. 
wide, and are divided into express, mixed passenger and 
smoking compartments. There is seating capacity for fifty 
persons. The cars are provided with electric fans for 
summer and electric heaters for winter. Electric lights 
will overhang every seat. The parlor cars, which are to be 
attached to the express trains, will seat sixty passengers 
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and will be provided with a well-appointed buffet. All cars 


are equipped with four 140-hp, 600-1200-volt d.c. interpole * 


railway motors, with Westinghouse HL control and two 
dynamotor compressors. The trucks are C-Uo-P standard, 
“trunk-line”’ type. 

The heavy freight traffic will be handled by two Baldwin- 
Westinghouse 50-ton electric locomotives. Each is equipped 
with four 160-hp, 600-1200-volt d.c. interpole motors, HL 
control, and two dynamotor compressors. As the freight 
traffic develops additional locomotives will be added. 

The Central California Traction Company operates an 
electric line between Stockton and Sacramento. A traffic 
agreement exists between the Central California Traction 
Company and the Santa Fé Railroad. It is reported that 
the Oakland, Antioch & Eastern Railway intends to estab- 
lish a connection with the Central California Traction Com- 
pany by building an extension from Antioch to Stockton. 
This fact, as well as the close relations existing between the 
road and the Key Route, as also between the Santa Fé 
and Key Route, is responsible for a general impression 
that the Oakland, Antioch & Eastern is controlled by the 
Santa Fé Railroad. The officials of the Oakland, Antioch 
& Eastern are S. Napthaly, president; W. Arnstein, secre- 
tary, and H. Mitchell, general manager. The directors are 
Henry T. Scott, I. W. Hellman, H. C. Breeden, B. Corbet 
and A. W. Maltbie. J. G. White & Company, New York, 
were the engineers and in charge of construction. 

Residents of the fertile valleys between the Coast Range 
and Sacramento regard the new road as the forerunner of 
a new era of prosperity. 


PORTABLE ELECTRICAL INSTRUMENTS 


The Weston Electrical Instrument Company, of Newark, 
N. J., has recently developed and placed upon the market 


_a complete line of miniature direct-current instruments of 
‘the Weston permanent-magnet movable-coil type for the 


measurement of current and voltage. They are made in 
both portable and switchboard forms and are very com- 
pact, the portable type having outside dimensions of 4.4 in. 
by 4.6 in. The instruments weigh less than 1 Ib. each and 
may easily be carried in the pocket. 

The accompanying illustration is one-half the actual size 
of the triple-range portable volt-ammeter, model 280. By 
means of this instrument any current from 1/20 amp to 


sf 
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Portable Volt-Ammeter 


30 amp and any voltage from 1/50 volt to 150 volts can be 
measured. Railway signal engineers and all those who 
must carry instruments from place to place for general test- 
ing and inspection work will appreciate the compact form 
and light weight of this type, and, furthermore, the com- 
bination volt-ammeter with multiple ranges reduces the 
number of instruments required to be carried. These in- 
struments are especially useful in telegraph and telephone 


ee 
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testing, and in general for all work where small d.c. currents 
and comparatively low potentials are used, 

A switchboard form of meter having the same general 
characteristics as the portable form just described is also 
manufactured. These are provided with a pear-shaped 
pointer tip to enable readings to be made at a distance. 
They are all single-range, but are made in ranges increas- 
ing by small steps from 50 milliamp to 30 amp in the case 
of ammeters; and from 50 millivolts to 150 volts in volt- 
meters. This form of instrument is useful for all purposes 
where size and weight are important factors, and also 
where the cost of installation must be kept low. 

Another type is the switchboard volt-ammeter, which is 
designed especially for use on storage battery charging out- 
fits. where it is desired or is necessary to use a single in- 
strument to indicate both volts and amperes. For instance, 
the meter normally indicates the charging or discharging 
current, but by pressing the contact button the voltage of 
the cell or battery may be read on the same scale. 

Another instrument included in the line is a battery-test- 
ing voltmeter, which is provided with a steel point at one 
of the terminals to facilitate making contact to one of the 
plates or terminals of the cell to be tested. The other 
terminal consists of a flexible lead also provided with a 
point. Knife-edged pointers are provided and the scale 
has the zero in the center, so that the voltage may be read 
regardless of the polarity. 


REPLACING OVERTURNED TRACK 


The accompanying illustration shows graphically not only 
the havoc caused to railway property in the Central States 
during the recent flood but also the methods employed to 
replace a section of overturned track. Although part of 
the main line of the Louisville & Nashville Railroad 
(steam), the view is typical of electric railway conditions 
in the devastated country. The section overturned was 
about 1% miles in length near Maunie, Ill., and the method 
of replacement was to sink guy anchors at intervals of 
about 50 ft. and at an angle of about 45 deg. and then to 
haul the track back into position by block and falls attached 
to a chain on the end of the guy anchor, Twelve 12-in, 
Matthews guy anchors were furnished for this purpose by 


Replacing Railroad Tracks Overturned by the Flood 


the manufacturers on a hurry order, and at the point of 
use these anchors were screwed down until the eyes were 
under the water from 18 in. to 30 in. After a section of 
track had been rolled back upon the right-of-way by these 
means, as shown in the view, the anchors were unscrewed, 
taken ahead, screwed down again, and another section of 
track was replaced. In this way 1500 ft. of track was put 
back in position in a day. 
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HAND-OPERATED CONCRETE MIXER. 


A mixer for handling concrete in small quantities such 
as would be required for pavement repairs, sidewalks, cul- 
verts or light foundations has been placed on the market 
by the T. L. Smith Company, Milwaukee, Wis. The ma- 
chine is operated by hand, and as it is extremely light and 


Hand-Operated Concrete Mixer, Showing Loading Platform 
and Charging Door 


compact it may be moved easily from place to place in 
accordance with the requirements imposed by a series of 
small and widely separated jobs. The capacity is 2% cu. 
ft. to the batch. : 

Essentially the mixer consists of a drum and a feeding 
platform mounted on a two-wheel truck made up of struc- 
tural steel shapes. The drum is made of No. 14 gage steel 
with cast heads. It is 3 ft. in diameter and 2 ft. 8 in. in 
length and has a charging door 2 ft. 4 in. long by Io in. 
wide. All moving parts have been eliminated from the in- 
terior, as well as corners which might collect concrete dur- 
ing the mixing process. 

The drum is fixed upon a 1%4-in. steel shaft which re- 
volves in interchangeable babbitted bearings. It is driven 
by means of two internal gears cast integral with the heads 
at each end of the drum, and these gears mesh with pinions 
mounted on two short hand-crank shafts, which are located 
at either end of the machine. The feeding platform is 3 ft. 
7 in. wide and 3 ft. in length and is made of 1¥%-in. planks 
resting on 3-in. channels. The whole mixer is mounted on 
30-in. wheels which have 3-in. treads. The weight com- 
plete is 1000 Ib. and the over-all dimensions are: height, 
4 ft. 5 in.; width, 4 ft. 2% in., and length, 7 ft. 6 in. 

The manufacturers state that three slow turns of the 
drum will mix the concrete aggregate as thoroughly as it 
can be mixed in a large power mixer. The force required to 
do the work is, however, much smaller than would be 
needed in case the mixing was done by hand. It is re- 
ported that from 30 cu. yd. to 35 cu. yd. of first-class con- 
crete can easily be turned out with the machine in ten hours. 

Representatives of the British government Board of 
Trade recently inspected the new trackless trolley system 
operated by the Stockport Corporation, Stockport, England. 
The cars are in use upon a route 134 miles in length, the 
fare for the distance being 2 cents. 
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News of Electric Railways / 


Terms of Settlement of Buffalo Strike 


As a result of a conference held in the office of Mayor 
Fuhrmann of Buffalo on April 11, 1913, between the officers 
of the International Railway and representatives of the em- 
ployees an agreement was reached by which the strike of 
the employees, which had been in progress since April 6, 
1913, was terminated and the men returned to work on the 
morning of April 12. The company has maintained the 
principle for which it contended, namely, the right to deal 
directly with its own employees as such, and in the com- 
pany’s dealings with the men in the future, as in the past, 
they will be received as employees. The text of the agree- 
ment under which the men returned to work was signed 
only by President Connette and employees of the company. 
The demand for higher wages and modified working con- 
ditions was to be taken up by a committee of the men and 
the company within five days from April 11. All questions 
upon which an agreement is not reached by this joint com- 
mittee from the company and the men will be referred to 
a board of arbitration of three members, one chosen by the 
men, one by the company and the third by these two. If 
the two arbitrators fail to agree upon the third member of 
the board, the place automatically goes to Mayor Fuhrmann 
within a specified time. The findings of the majority of this 
board are to be binding on both sides and must be an- 
nounced within fifteen days after all the testimony has been 
taken. The employees and the officers of the Buffalo 
Southern Railway and the employees and the officers of the 
Buffalo & Lake Erie Traction Company signed an agree- 
ment similar to that between the International Railway and 
its employees. The full text of the agreement which has 
been entered into between the International Railway and its 
employees follows: 

“Tt is hereby agreed as a basis of settlement: 

“First—All employees who were in the employment on 
Saturday, April 5, 1913, to be returned to the service in the 
positions and with the seniority held by them at that time, 
with a leeway of forty-eight hours for such employees as 
may not be within calling or notifying distance to return 
and take their positions. 

“Second—When the employees have returned to work, 
and within five days after having signed this agreement, 
the company is to take up with a committee of the em- 
ployees all complaints, grievances and the working condi- 
tions for the future. Included in these complaints shall be 
the cases of the men discharged within thirty days prior to 
April 5, 1913. If they cannot reach a satisfactory agreement 
through these conferences, all questions in dispute between 
them shall be submitted to a board of arbitration. Either 
party upon being notified in writing by the other party that 
arbitration is desired shall name its arbitrator within forty- 
eight hours after having received such written notice. 

“Third—The board of arbitration is to be composed of 
three persons, the employees to select whomsoever they de- 
sire as their arbitrator, the company to select whom it de- 
sires. These two arbitrators thus selected shall select with- 
in five days from the date of their appointment the third 
arbitrator. In case of failure to select a third arbitrator 
within five days as specified, the Mayor of Buffalo shall be- 
come the third arbitrator. Within three days after the ap- 
pointment of the third arbitrator, the board of arbitrators 
shall meet and continue in session until all disputes have 
been heard and decided. 

“At the hearing before the board of arbitration either side 
may be represented by any one whom it desires, and after 
all evidence and arguments have been heard by the board of 
arbitration it shall within fifteen days formulate its award in 
writing and submit the same to both parties. The findings 
of the majority of the board of arbitration shall be final and 
binding on both parties. 

“The expenses of the board of arbitration shall be borne 
as follows: Each party shall pay the arbitrator of its selec- 
tion, and they shall jointly pay the expenses of the third 
arbitrator and such other expenses as may be incurred in the 
negotiations.” 


Mayor Whitlock Reviews Franchise Negotiations 


Mayor Brand Whitlock of Toledo, Ohio, in a communi- 
cation to the North End Improvement Association of that 
city, has summarized the street railway situation in Toledo 
in part as follows: 

“The Toledo Railways & Light Company is operating a 
part of its system by sufferance of the city and the rest 
under franchises expiring at various times in 1914, 1915 and 
1916. Two years ago, when the first of the company’s 
franchises were about to expire, negotiations for a settle- 
ment of the whole problem were opened at the company’s 
request and carried on for months, but these were inter- 
rupted because the company’s representatives were unwill- 
ing to go on with them during the various efforts at reof- 
ganization. 

“Inasmuch as transportation is the very life of a city, 
the municipal authorities were loath to prohibit the opera- 
tion of cars, and therefore the city solicitor proposed and 
drafted an ordinance providing that the company could 
operate its lines in those streets where the rights had 
expired only on condition that it reduce the fare on all 
lines, and as a result a tentative and informal arrangement 
was made by which 3-cent fares are charged during the 
morning and evening hours, and at other times tickets are 
sold at the rate of six for a quarter, with universal trans- 
fers. 

“At the time this arrangement was made it was provided, 
too, that certified accountants should examine the records 
of the company to ascertain the effect on its receipts of 
the reduction in fares. The accountants have examined a 
period covering nine months of operation under this re- 
duced fare and are now examining the remaining three 
months, so that the entire year may be brought under notice 
and the results under all sorts of conditions studied. The 
reports of the accountants thus far show a considerable 
stimulation of traffic as a result of low fares, and tend at 
least to confirm the opinion so often expressed that with a 
proper routing of the cars and with a proper valuation 3- 
cent fares would be practicable. 

“The municipal authorities have always been willing to 
have the company’s properties evaluated and then to lay 
before the people the question of whether or not they 
desire to have submitted at referendum for their approval 
a franchise based on a rate of fare sufficient to enable the 
company to pay its interest charges, its taxes and: oper- 
ating expenses and a reasonable return on its actual invest- 
ment. 

“In the meantime the Council has appointed a committee 
charged with the duty of investigating the subject of munic- 
ipal ownership with reference to Toledo at this time. 
Under all the circumstances it would be well, therefore, 
to await the report of this committee before final action 
of any sort is taken. When that report is made it may be 
entirely possible to submit to the people at the same elec- 
tion, in the form of alternative propositions, the question of 
municipal ownership and operation of the railroad and an 
ordinance granting the company a franchise. 

“T think that when the franchises have expired the com- 
pany will find the people determined to adopt municipal 
ownership as the only solution of the problem. I am sure 
that this will be the ultimate solution, come when it may, 
though, of course, I do not know when that will be. It is 
for the people themselves to say.” 


Employees’ Stores in Milwaukee 


As a result of the inquiry which it has been conducting 
among its employees into the cost of living with the idea 
of securing information and data from which to evolve a 
plan of benefit to the men, The Milwaukee Electric Rail- 
way & Light Company, Milwaukee, Wis., has decided to 
establish stores at five of its carhouses where farm produce 
cultivated on about 700 acres of land along the company’s 
lines will be sold to the employees. Later groceries, canned 
goods, shoes and other necessities may be sold. This plan 
of the company was referred to briefly in the Execrric 
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Raitway JourNaL of Oct. 26, 1912, page 921. R. B. Stearns, 
vice-president of the company, explains the purpose of the 
company as follows: 

“It is not our intention to go into competition with 
the stores of the city. We believe our duty to the employees 
of the company is to provide means for them to obtain 
produce for their families at a great reduction in cost. 
Nothing will be sold to outsiders. We have prepared sta- 
tistics which show that 708 acres of land will be necessary to 
raise potatoes, cabbages, onions and other vegetables needed 
for the tables of the families of the men in all branches of 
work with the company. Only such vegetables will be 
grown as can be stored easily after harvest in the fall. 
These will be shipped from the farms along the right-of-way 
to the carhouses where the stores will be established. Then 
those men with identification cards can obtain whatever 
they want. We do not contemplate going into the slaughter- 
ing business. The meat will be bought in large quantities 
and sold at cost. 

“The necessity for such an enterprise for the benefit of 
our employees has been shown in our investigation. There 
is a material difference between the cost of production and 
the cost price to the consumer. Some one gets this money, 
as I told the representatives of the grocers and butchers 
when they visited me to protest against this venture. 

“One reason for the high cost of produce is that the 
farmer ships his produce to the Chicago wholesaler, who 
ships to the Wisconsin wholesaler, who in turn sells to the 
Wisconsin retailer. Every one gets his profit. The retailer 
has to provide delivery wagons, which add to the cost of 
the merchandise or produce, and by the time the consumer 
comes to pay the bill there is a wide margin between the 
production cost and the consumer’s bill. 

“The retailers are also forced to protect themselves 
against the persons who obtain goods on credit and then 
do not pay. Perhaps to per cent of their customers do not 
pay regularly or at all. This must be taken out of the 
pockets of those that do pay. In our stores everything will 
be sold for cash. There will be no delivery. Everything 
will be sold for cost of production.” 


Request for Increase in Ordinance Allowances in Cleveland 


J. J. Stanley, president of the Cleveland (Ohio) Railway, 
requested at the meeting of the Cleveland Council on April 
14, 1913, that the ordinance allowances for maintenance and 
operation be increased to 7 cents and 12%4 cents per car mile 
respectively. This request was transmitted to the legis- 
lative body by Street Railway Commissioner Witt, who 
also presented two letters containing a history of the nego- 
tiations with the company on this point. Mr. Witt stated 
that he had proposed to ask Council to increase the operat- 
ing allowance to 12 cents per car mile for one year be- 
ginning May 1, 1913, if the company would consent to 
use accumulations in the accident fund to reduce the 
deficits that have accrued and to stay within the limit of 
I2 cents or any other limit hereafter set. This the com- 
pany refused to do, as it is obviously impossible to foresee 
just what will be necessary in the future. Mr. Witt stated 
that under its franchise the company ought not to spend 
more than the ordinance allows and that he and other city 
officials had had several conferences with the officers of 
the company regarding this matter. The company officials 
state that they have been unable to give the service de- 
manded without making deficits in these funds. 

On Mr. Witt’s assertion that the interest fund now 
amounts to more than $700,000, Councilman Haserodt, 
chairman of the street railway committee, presented a reso- 
lution that the fare be reduced to the rate in the Tayler 
ordinance known as G, which would mean 2% cents, with 
I cent for a transfer, not to be refunded. In reckoning 
the interest fund Mr. Witt has included the accident and 
some other funds maintained by the company. Both of 
these measures were referred to the street railway com- 
mittee. 

Officers of the company contend that the interest fund, if 
computed as it should be, is close to the $300,000 mark, 
where the fare would be automatically increased, instead of 
reduced. : 

The employees of the company at a meeting on April 
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12 formulated a demand for an increase of wages from 27 
cents and 30 cents an hour to 37 cents flat an hour, a nine- 
hour day, with eight hours’ work on the night runs, abo- 
lition of tripper runs, additional time off for sleep for extra 
crews and pay for the ten minutes the men are required 
to be at the carhouse before they take out their cars. 
Charles E. Koontz, representing the union, states that the 
men are not concerned with the differences between the 
company and the city and that if their demands are not 
granted the men will ask for arbitration. Mr. Stanley is 
said to have informed the men some time ago that the 
company could not increase wages. The employees who 
objected that the city might accuse the company and the 
men of working together to secure larger ordinance allow- 
ances were overruled. 

In working out plans by the charter commission, Mayor 
Baker presented a draft of sections relating to public util- 
ities in which the price for purchase by the city was to be 
fixed at the cost of reproduction plus Io per cent. In 
addition, he suggested that in case a fifty-year franchise is 
granted the reduction in price each year should be such that 
at the end of fifty years the railway would automatically 
become the property of the city. This plan was opposed 
by some of the members, who said that it would amount to 
a tax on gross receipts, an idea that is not favored at this 
time. 

The Mayor threatens immediate purchase of the property 
of the Cleveland Railway if the city loses in the arbitration 
of the demand for an increase in allowances for mainte- 
nance and operation. ; 

Mr. Stanley has made a counter proposition to the motor- 
men and conductors, proposing the open shop. 


Detroit’s Municipal Ownership Amendments Carried 


The charter amendment providing for municipal owner- 
ship of street railways was approved by the electors of 
Detroit, Mich. on April 7. The proposed increase in the 
bonding limit of the city and the amendment to place city 
employees under civil service were also approved. All three 
apply to the street railway situation. In an interview Mayor 
Marx said: 

“T have been asked what will be the first step we shall 
take in preparation for municipal ownership and operation 
of the street railway system. In reply, I wish to say that 
within the next few weeks I shall appoint a street railway 
commission, and the people of Detroit may rest assured 
that the men to whom this great responsibility will be dele- 
gated will be those in whom they will have full confidence.” 

On the day following the election Mayor Marx an- 
nounced that William H. Maybury, William T. Dust and 
Joseph Stringham will be appointed street railway com- 
missioners as soon as the Verdier home rule act is sus- 
tained by the courts. Upon this commission will rest the 
responsibility of spending the $10,000,000 which the voters 
have made available as the initial expense toward the pur- 
chase of the street railway property for municipal operation. 
It is said that $100,000 will be put into the hands of the 
commission at once to be expended in valuations and other 
work that must precede the actual purchase of property. 
William H. Maybury was formerly.commissioner of public 
works of the city. Mr. Stringham is an engineer. Mr. Dust 
has had long experience in municipal affairs and has been a 
close student of transportation. A secretary will be ap- 
pointed to this commission. 

A very important point in the injunction case brought in 
the Wayne County Circuit Court has not been decided, 
although the court allowed the vote to be taken on the 
charter amendments and the bond issue. This relates to 
the appointment of the street railway commission. In this 
case the plaintiffs, George H. Barbour, Fred T. Moran and 
Charles A. Ducharme, asked that the city be restrained from 
issuing bonds for the purchase of the railway property. 
The court merely allowed the city to proceed with the vote 
on the charter amendments, but did not rule on the other 
points. 

Corporation Counsel Lawson and Attorney Alfred Luck- 
ing, who have returned to Detroit from Washington, an- 
nounced that steps had been taken before the United States 
Supreme Court to bring about an early hearing of the Fort 
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Street case. They made three motions before the Court, as 
follows: 

First—To dismiss the writ of error and appeal in this 
cause for the reason that no federal question is involved 
in the case which would authorize or justify an appeal to 
this court from the Supreme Court of the State of 
Michigan. 

Second—In case the foregoing motion be denied, city of 
Detroit moves to affirm the judgment of the Supreme Court 
ot Michigan for the reasons that it is manifest that the 
appeal is taken for delay only and the questions involved 
are so frivolous as to need‘no further argument. 

Third—In case both the foregoing motions should be 
denied motion is made to advance the cause. 

The attorneys for the company are to have three weeks 
in which to file a brief in the case, according to Mr. Lawson. 

The provisions of the municipal ownership amendment 
were summarized in the Exvecrric Ramway JourNaAL of 
March 22, 1913, page 557. The section covering the rate of 
fare was given in full as was also the question upon which 
the voters were asked to express their opinion. 


Chicago Elevated Railways Wage Decision 


On May 31, 1912, the working agreement between the 
employees and the five elevated railways of Chicago expired. 
Some weeks prior to the expiration of the old contract 
negotiations were commenced for a new contract. As a 
satisfactory agreement could not be reached resort was had 
to arbitration as provided in the old contract. Wallace 
Heckman was selected as arbitrator to represent the ele- 
vated companies and Jacob C. Lebosky was selected as 
arbitrator to represent the men. The effort made by these 
arbitrators to adjust the points of difference without select- 
ing a third man has resulted in their reaching a satisfactory 
agreement. Mr. Heckman and Mr. Lebosky have worked 
continuously since September, 1912. The conditions exist- 
ing heretofore on the different roads made a_ solution 
especially difficult. 

The decision of the arbiters was read at a conference 
of the representatives of the companies and the employees 
on April 12. The companies were represented at this con- 
ference by President Britton I. Budd; E. C. Noe, general 
manager, and G. P. Seely, assistant general manager. Frank- 
lin B. Hussey acted as attorney for the companies. The 
employees were represented by John McIntosh, Edward 
McMorrow and a committee of five representing the five 
roads involved. The old agreement stands except for slight 
changes in the wages and the hours of some of the em- 
ployees. The new and the old rates of pay for the em- 
ployees of the transportation department of the companies 
follow: 

New Rates 
Rate 


per Hour, 
Regular motormen: Cents 


Marg t VATA recieate luis oh fel orate wr y7e lev Oha gona Val tame flaca o Mien lant re terete aes ee 304% 
PASter Arete year” sisc ie kuacsay i015) nisiceie oles ap eiatek sieeve tel eet PANT renee 34 
Extra motormen: 


BORE SE yar ditain Sa we ctataice ola oie "ayatertravle lo, otal o SPR Me ECA Noi ROUT Reems ST TeRe Ree tee 28 

SOCOnd, VEO o's x15, wixs nn walle pam aC vnly La Site cata cele iean a renee acre 28% 

Dir d- VEAL he cele sic se oie si ceca a tinh cta ko Aer eee ae ate aie tein 29% 
Regular conductors: 


Birst year w: sec 25% 
After first year see 2 
Extra conductors 24 
Regular guards 24 
Extra guards: 
Db dc) nb aR OCIEIGOUOIICIA ERAS ae O GUch hate och ias qurcrts 21 
Secon, Wears a: jveryieie aircdunte, ey oa hecal eae de a ear oe ae oe 22 
DRird) Vea es vies ck pte isteveinun aaeiei ele ar renes aah ee eetted aaa cere ae 23 
Aftercthvee> years hy, 5s. s\a/clciaceslaep ceterais, sale abeneeratenate premieres ieee ete 24 
Oup Rates. 
Regular motormen; 
WATS by FOAL | oyiere ye sire vvoyebe lol oy cretacny e/evaie ltteer a eae 28 
ASter Tinst. VEaTssioii' ois. sisictsminiel eile ate ierere eleteteten mete ete teers 32 
Etre MOCOPMIER M05 5 s:.ls ies aa tk ee cee a an an eta Sn tare nt otal 25 to 28 
Regular: -comAgetors: ay. «10:1 srawlela she deat elie arr eTe » 24 to25 
Extra (COnGUCEOCS & os i.ccynche ese \einiath a's salves earaet a ne onstcdy Pareieae 22% to 234% 
Regalar | QA rs 00's, 10 4106.0 eyelas eipintae opt nee Ota ee Baars 22. to23 
Esttra:. WUATAS © vis iotsicrernra, «os eiviela sp .cilehadeta oaks Miaiebenebac ne tiara ounce 19 to22y% 


Ticket agents were granted an increase of from 8 cents 
to 25 cents per day. The wages of shopmen were increased 
from 1 cent to 1% cents per hour, and their hours were 
reduced to nine per day. Power house employees were 
granted an increase of from 1 cent to 1% cents per hour, 
and the hours of work of the latter class of employees were 
reduced to ten per day. 
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Proper Capitalization of Flood Damage Favored in Ohio 


O. H. Hughes, of the Public Service Commission of 
Ohio, says that the following statement attributed to him 
by some of the daily papers with regard to the attitude of 
the commission with respect to the capitalization of the 
improvements to the public utilities necessitated by the 
flood damage is in substance correct, although he has not in 
mind any well-defined plans looking to the solution of the 
problem in detail: 

“We want to help the public utilities of Ohio. They are 
engaged in a public duty, and those companies that have 
sustained great damage through the floods should be per- 
mitted to issue securities to cover the damage, instead of 
being compelled to make their replacements out of surplus 
and future earnings. If the laws of the State are not suf- 
ficiently broad now to give the commission authority, the 
Legislature now in session ought to give the proper author- 
ity. At the same time, in view of the blow which many 
of these properties have also received in the loss of present 
and future earnings, the commission ought also to have the 
right to adjust rates to help make up losses. This would 
have to be very carefully handled, however, and entertained 
only in especially severe cases. 

“Tam in favor of a sane policy at all times—a live and 
jet live policy, as it were, with equity and justice as the true 
guide. The reconstruction problem confronting the prop- 
erties in Ohio at this time is very complex and should be 
solved in the light of reason.” 

Governor Cox of Ohio was also quoted as follows by 
some of the daily papers: 

“Our policy should be one of sympathetic construction. 
Companies serving the public should be permitted to capi- 
talize the replacements which they are forced to make 
through flood damages and spread the payments through a 
term of years. Some plan can be worked out that will cause 
the minimum of hardship.” 


Organization of New York Municipal Railway Corporation : 


The New York Municipal Railway Corporation formed 
by the Brooklyn Rapid Transit interests to facilitate par- 
ticipation in the proposed dual system of rapid transit, has 
organized as follows: A. N. Brady, chairman of board; 
T. S. Williams, president; C. D. Meneely, vice-president, 
secretary-treasurer and member of board; J. Horace -Hard- 
ing, vice-president; W. S. Menden, chief engineer; C. E. 
Roehl, electrical engineer; W. G. Gove, engineer of car 
equipment; J. J. Dempsey, transportation engineer; Lincoln 
Van Cott, purchasing agent; G. D. Yeomans, general coun- 
sel; Howard Abel, comptroller; J. H. Bennington, in charge 
of real estate purchase and sales. The chief engineer will 
supervise and direct all construction and equipment, includ- 
ing plans and specifications therefor. The chief engineer, 
purchasing agent, general counsel, comptroller and real 
estate manager will report to President Williams. The elec- 
trical engineer, transportation engineer and engineer of car 
equipment will report to the chief engineer. H. A. Bullock 
as secretary is in charge of obtaining the consents of abut- 
ting property owners, releases of property owners, etc. The 
directors of the company are: A. N. Brady, W. G. Oakman, 
J. H. Harding, J. N. Wallace, T. S. Williams, Charles A. 
Boody, James C. Brady, A. K. Wood, Clinton D. Burdick, 
George W. Davison, N. F. Brady, Bernard Gallagher and 
C. D. Meneely. 


Rapid Transit Progress in New York 


Plans for the connection of the existing subway with the 
new subway in Lexington Avenue have been changed by the 
Public Service Commission for the First District of New 
York so that the junction will be made south of Fortieth 
Street instead of near Forty-second Street as originally con- 
templated. The first plan involved the passage of the new 
subway under private property on both sides of Forty- 
second Street, and it developed that the obtaining of ease- 
ments would be very expensive. On this account the 
Board of Estimate and Apportionment refused to approve 
the first plan. The Public Service Commission then adopted 
a plan for a connection through Fortieth Street. Accord- 
ing to this plan the route just touches private property 
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where it cuts the corners of blocks at Park Avenue and 
Fortieth Street and Lexington Avenue and fortieth Street. 
The Board of Estimate and Apportionment has not yet 
acted upon this plan. 

The Interborough Rapid Transit Company has submitted 
to the Public Service Commission for the First District a 
bond in the sum of $1,000,000 for equipment, maintenance 
and operation under the dual system contract recently 
signed. 

The New York Municipal Railway Corporation (Brook- 
lyn Rapid Transit), having already filed its bond for 
$1,000,000, has also made a deposit of $1,000,000 with the 
comptroller of the city, thus completing the security re- 
quired under its part of the contract for new subways. 
This deposit is to secure the company’s contribution toward 
construction and its purchase of equipment, in accordance 
with the provisions of the dual system contracts. The con- 
tract permits the deposit of either cash or approved secur- 
ities, and in this case the company loaned to the city, 
through the comptroller’s office, $1,000,000 in cash to be 
used in anticipation of the issue of corporate stock for 
water supply purposes. The city gave the company a note 
for the amount maturing May 15 next and bearing interest 
at 44% per cent per annum. This note the company offered 
and the Public Service Commission approved as its deposit 
under the security provisions of the dual system contracts. 
When the note matures it is understood the company will 
purchase $1,000,000 in city bonds and substitute the bonds 
for the note as its deposit. 


Electrification of Canadian Northern Pacific Railway 
Feeders 


The Canadian Northern Pacific Railway has decided to 
electrify its branch lines from Kamloops to Vernon, B. C., 
and according to R. A. Barton, the engineer in charge of the 
preliminary development of the Couteau Power Company 
near Ducks, B. C., just north of Kamloops, the Canadian 
Northern Pacific Railway has acquired the charter and 
rights of the Couteau Power Company, which contemplated 
spending $2,000,000 in development work. The line from 
Kamloops to Vernon, Lumley and Kelowna, in British Co- 
lumbia, will be 132 miles long and is under construction as 
a branch line to the Canadian Northern Pacific Railway or 
the Canadian Northern Railway. The Canadian Northern 
Railway is linking up a transcontinental line across Canada. 
At present the lines are operated separately, the Canadian 
Northern Quebec Railway in the Province of Quebec, the 
Canadian Northern Ontario Railway in Ontario, the Cana- 
dian Northern Railway and the Canadian Northern Alberta 
Railway in the prairie provinces, and the Canadian North- 
ern Pacific Railway in British Columbia. During t1o12 track 
was laid on the Canadian Northern Pacific Railway from 
Sumas to Hope, 41.64 miles, making the total track laid 
on the line 78.25 miles. The line from Hope to Yellow- 
head Pass, 421.82 miles, is under construction. 


Increase of Wages at Philadelphia 


Co-operative Bulletin No. 10 of the Philadelphia (Pa.) 
Rapid Transit Company, just issued, states that the accumu- 
lations in the 22 per cent fund now permit an increase of the 
wages of motormen and conductors, effective May 1, as fol- 
lows: New men, 23 cents; after one year’s service, 24 cents; 
after two years’ service, 25 cents; after three years’ service, 
26 cents; after four years’ service, 27 cents; after five years’ 
service, 28 cents. The present scale of wages which was 
effective Jan. I, 1913, is as follows: New men, 22% cents; 
after one year’s service, 23% cents; after two years’ service, 
24 cents; after three years’ service, 25 cents; after four 
years’ service, 26 cents; after five years’ service, 27 cents. 
The company pays for a minimum of nine hours on all regular 
runs and has approximately 7000 motormen and conductors 
in its service. The bulletin mentioned, which is issued to 
all trainmen, after making this announcement, discusses the 
improvements made by the present management in the 
status of the men under the heading “co-operation versus 
conflict” and shows that the wages have increased much 
more during the period of peace under the Stotesbury ré- 
gime than because of the strikes during 1909 and 1910. 
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Adverse Reports by City Engineer Regarding Extension of 
San Francisco Municipal Line 


A report on the cost of municipal railway lines which 
have been proposed for immediate construction in order to 
provide adequate transportation facilities for the Panama- 
Pacific International Exposition has been filed by City En- 
gineer O’Shaughnessy of San Francisco, Cal., with the 
Board of: Public Works and has been transmitted with the 
board’s approval to the Board of Supervisors, which has re- 
ferred it to the public utilities committee. The city engi- 
neer says: 

“From the estimates it is apparent that the cost of con- 
struction and equipment of street railways to provide ade- 
quate transportation for the large number of persons who 
will desire to attend the exposition during the few days 
of maximum attendance, without the co-operation of the 
United Railroads, will far exceed any possible profit to be 
derived from the operation of such street railways, and that 
after the close of the exposition the city will be left with a 
large amount of equipment on hand for which no profitable 
use can be found for a number of years afterward.” 

After figuring the probable average attendance, the num- 
ber of workmen and other factors of exposition travel, the 
city engineer says: 

“This makes the total income to be derived from the trans- 
portation of passengers to and from the exposition, for the 
year preceding the exposition, $300,000; for the 288 days 
during which the exposition will be open, $864,000, and for 
the year following the exposition, $75,000, a total of $1,239,- 
000. The operating expenses will average two-thirds of 
the gross income, leaving one-third, or $413,000, as the gross 
profit to be derived from the estimated traffic.” 

Mr. O’Shaughnessy gives the cost for three different 
methods of operation, the first for ordinary transportation 
conditions, such as will exist after the close of the exposi- 
tion; the second to provide for the extraordinary conditions 
which will prevail during the exposition period, and the 
third for joint operation on the proposed lines by the munic- 
ipality and the United Railroads. The estimates under the 
third method include the cost of connections with the 
United Railroads. 


Little Damage to Erie Railroad Electric Division—The 
Rochester electric division of the Erie Railroad Company, 
Rochester, N. Y., reports that its electric service was sus- 
pended three days during the recent flood, with 90 per cent 
of the route affected. There was no interruption to the 
supply of power. The damage to the property was trifling. 

Meeting to Consider Additions to Standard System of 
Accounts.—The committee on a standard classification of 
accounts of the American Electric Railway Accountants’ 
Association will meet representatives of the Interstate Com- 
merce Commission at the Hotel Marlborough-Blenheim, At- 
lantic City, N. J., during the week beginning April 21, 1913, 
to consider the proposed additions to the standard system of 
accounts. ; 


Another San Francisco Report.—B. J. Arnold has just 
submitted another exhaustive report to the Mayor and 
Board of Supervisors on the street railway conditions in San 
Francisco. He makes many recommendations for changes 
and improvements to take care of the immediate future, and 
outlines other improvements and extensions which he says 
will be necessary within the next twenty years. He urges 
prompt action by the city upon the transit situation and 
says that the present uncertain condition is being capitalized 
by surrounding communities to the detriment of the city. 


Relief for Congestion in Los Angeles.—It is announced 
that the Pacific Electric Railway, Los Angeles, Cal., is pre- 
pared to proceed with the construction of its proposed 
elevated. railway. The plans involve the construction of 
an elevated line from the rear of the company’s depot at 
Sixth and Main Streets, Los Angeles, over which will be 
routed the cars of the Southern division and those running 
to Pasadena, the San Gabriel Valley and the various other 
lines of the Eastern division. Practically all of the inter- 
urban cars will be removed from downtown Main Street. 
The section of the road which it is proposed to build at 
this time will be constructed over private right-of-way. 
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Charter Conference in Los Angeles.—Immediately after 
the adverse vote on the Los Angeles charter on Dec. 3, 
1912, the People’s Charter Conference was organized with 
a view to getting amendments before the people in time for 
approval by the Legislature. The conference has reported 
eight separate amendments which purport to give the city 
increased power in the purchase and regulation of public 
utilities and the power of excess condemnation, when it 
shall be provided for by state law. Each of the nine:members 
of the Council would be designated a committee of one to 
look after a division of the city’s affairs. One amendment 
provides for a form of proportional representation in the 
Council. 

Chicago Partnership Receipts from Surface Railway 
Operation.—By the terms of the ordinances under which 
the Chicago street railways are operating, the city is 
entitled to 55 per cent of the “net divisible receipts.” The 
amounts which have just been paid to the city under this 
arrangement for the year ended Jan. 31, 1913, were $1,413,- 
404 from the Chicago Railways and $1,116,588 from the 


Chicago City Railway, making total receipts $2,529,992 for. 


the year. For the six years these ordinances have been in 
operation the payments have amounted to $10,326,391. The 
amount turned over by the Chicago Railways for the year 
1912-13 was 7.2 per cent more than for the preceding year, 
while the increase in the payment from the Chicago City 
Railway was 6.5 per cent. Under the law the city must use 
the money received from this source to create a fund to 
purchase the properties or build subways. 


Subway Question Before Council of Providence.—At a 
recent meeting of the committee on subways of the City 
Council of Providence, R. I., D. F. Sherman, vice-president 
of the Rhode Island Company, told the committee that the 
only way the company could improve its service in Provi- 
dence materially was to operate in the congested district in 
a subway or on an elevated railway. The former was to be 
preferred. The opinion expressed by the committee was 
that if a subway system was built by the city for lease to 
the Rhode Island Company the company should pay the 
interest on the bonds issued to cover the expense of con- 
struction and in addition a sum yearly such as would retire 
the principal in from forty to sixty years. Mr. Sherman 
said that the Rhode Island Company would submit a 
proposal to the city if the committee would draw up ac- 
curate estimates of the cost of construction of the proposed 
subway. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


CONNECTICUT 


The House has rejected the bill to regulate fares on elec- 
tric railways so that a person should pay 3 cents on enter- 
ing a car and 2 cents more when provided with a seat. 


ILLINOIS 


The public utilities bill, sponsored by Governor Dunne, 
contains the following salient provisions: 

1. A commission of five members, the salary of each com- 
missioner to be $10,000 a year. 

2. Abolition of the present State Railroad and Warehouse 
Commission. 

3. Provisions for appeals to the Circuit Courts and then 
the Supreme Court from all rulings of both the state com- 
mission and the local municipal commission. 

4. The law to become operative in all cities of the State 
under 25,000 population upon its going into effect, it to be 
left optional with the cities of more than 25,000 population 
as to whether they will avail themselves of the enabling 
legislation and establish a local commission for the regu- 
lation of all utilities. 

5. Provision whereby cities of more than 25,000 popula- 
tion which have adopted the commission method of dealing 
with the utilities may surrender their rights and come under 
the state commission control. 

6. Cities of more than 25,000 population, operating under 
a local commission, to have jurisdiction only over the local 
utilities within the municipal limits. 

7. The regulation of the issuance of all stocks, bonds and 
securities of all corporations, local utilities or otherwise, to 
be controlled by the state commission. 
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8. The act not to apply to municipally owned utilities in 
any city, such as water works, gas and electric plants. A 

9. The powers of the commission to be made plenary and 
applicable to all public service corporations of every kind 
and character in Illinois. 

10. The commission to be authorized to regulate the serv- 
ice of all public service corporations, with particular respect 
to schedules, quality of service and rates charged. 

The utilities bill was introduced in both branches on 
April 16. 

Despite the fact that Judge James A. Creighton of the 
Sangamon County Circuit Court at Springfield, Ill, has 
decided that the Illinois Railroad & Warehouse Commission 
has a right to carry out its order directing the Alton, 
Granite City & East St. Louis Railway to install toilets on 
its interurban cars between Alton and East St. Louis, the 
bill introduced into the Legislature by Senator Edmond 
Beall, Alton, providing for these conveniences on all inter- 
urban cars will be urged for passage. Senator Denvir’s bill 
limiting the hours of employment of street railway motor- 
men and conductors to ten hours which must be within 
twelve consecutive hours has been reported favorably out 
of the labor committee of the Senate. 


IOWA 


The House has voted against the amended public utili- 
ties bill and there is little or no prospect of a measure of 
this kind passing at the present session. 


MASSACHUSETTS 


The committee on street railways has sent in adverse re- 
ports upon the bills providing for state ownership of all 
street railways and upon the bill requiring companies to 
charge not more than half fare for pupils of any institutions 
of learning in traveling between their homes and school. 
The committee has reported a bill requiring all cars oper- 
ated in the State on street railways to be equipped with an 
emergency lifting jack of a type to be approved by the 
Railroad Commission, with a maximum penalty of $100 per 
violation. Chairman McLeod of the Railroad Commission 
appeared before the committee on street railways recently 
in executive session to consider the bill authorizing the 
New York, New Haven & Hartford Railroad to own and 
develop electric railways in western Massachusetts. During 
the conference Mr. McLeod pointed out that the contem- 
plated extensions of the existing systems fall within the 
scope of heavy railroad construction and contended that as 
such they should be made as a part of the railroad com- 
pany’s system. The committee has before it at present five 
bills relating to street railway investments, in which it is 
proposed to attach as amendments substantially the stock 
and bonding features of the Washburn bill under the 
changes proposed by the savings bank interests of the State. 
One bill places the Railroad Commission in jurisdiction over 
investments of street railways in certain cases. Interest 
centered during the week upon the final arguments before 
the committee on street railways on the so-called nine- 
hours-in-eleven bills regulating the working conditions of 
motormen and conductors. A résumé of the later testimony 
and arguments was published last week. 

A bill establishing a public service commission of five 
members, having control of railroad, street railway, tele- 
graph and telephone lines of the State, was approved on 
April 16, 1913, by the House committee on ways and means, 
and was sent to the House for a first reading. The bill 
abolishes the present Railroad Commission. 


MINNESOTA 


By a vote of seventy-eight to thirty the House has re- 
jected the bill providing for state regulation of public 
utilities. 


NEW YORK 


The Senate on April 15, 1913, defeated by a vote of 
twenty-two to twenty-four the bill to transfer the jurisdic- 
tion over the telephone and telegraph companies from the 
Public Service Commission of the Second District to the 
Public Service Commission of the First District. 

Three bills have been drawn to give the Public Service 
Commissions powers similar to those exercised by the 
Interstate Commerce Commission in regard to rates. It is 
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also proposed to facilitate litigation which involves decisions 
made by the commissions. The bills are also designed to 
bring baggage and transfer companies under the jurisdiction 
of the public service commissions by making them common 
carriers. 

Governor Sulzer has signed the Levy bill relating to the 
manipulation of the prices of securities. 


OHIO 


The Bigelow bill, revoking the franchises of electric rail- 
way companies made for more than twenty-five years was 
passed by the House on April 10, 1913. Representative 
Bigelow, immediately after its passage by the House, had 
the bill sent to the Senate, where it was referred after 
second reading to the committee on municipal affairs. The 
bill would set a precedent by revoking contracts that have 
been considered inviolate. 

The House has passed the Volmer bill requiring that 
motormen and conductors shall have at least eight hours 
to rest after fifteen consecutive hours of employment. The 
Kilrain bill, requiring seats for motormen and conductors 
on prepayment cars, has been acted upon favorably by the 
House. Screens for the protection of motormen will be 
required if the Moore bill, which has already passed the 
House, becomes a law. Representative Wise, of Stark 
County, has secured the passage by the House of the bill 
to give county commissioners the right to annul indeter- 
minate franchises of electric railways. The Plumb bill, 
giving the Columbus, Urbana & Western Railway right- 
of-way across the grounds of the girls’ industrial school 
near Delaware, has been passed by the House. 

The Mills bill, which will allow the sale of bonds in small 
amounts for the purchase of street railways and exempt 
bonds for city-owned street railways from the provisions 
governing the debt limit of cities, has been passed by the 
House. 

TEXAS 


The Thirty-third Legislature, which adjourned April 1, to 
meet again in special session July 21, considered a total of 
1467 bills and resolutions. Of this number 197 general bills 
and resolutions finally passed both branches of the House 
and have been acted upon favorably by the Governor. In 
all 1397 bills were introduced. Of this number the Senate 
fathered 494 and the House 903. In the Senate twenty-four 
joint resolutions were offered and in the House forty-three. 
Bills and resolutions offered this session exceed those of 
the Thirty-second Legislature by 443. During the session 
of the last Legislature a total of 1024 bills and resolutions 
were presented for consideration. There were ninety-five 
bills passed by the Senate, all of which have either received 
consideration at the hands of Governor Colquitt or will 
soon be at his disposal, while to2 bills passed the lower 
branch of the House. The records show that during the 
session 114 bills were killed or died on the calendar, while 
twenty-three amendments to the constitution met the same 
fate. A joint resolution calling for a constitutional conven- 
tion was also killed. 


WISCONSIN. 


The Senate has passed the Linley bill providing that mu- 
nicipalities may at any time purchase street railways. The 
present law specified that such a purchase must be made 
within three years of the expiration of the franchise held by 
the company. Much interest is being manifested in the ef- 
fect of the bill which has been passed authorizing the Rail- 
road Commission to order the joint use of tracks by street 
railways, interurban railways and steam railroads. 


PROGRAM OF ASSOCIATION MEETING 
New England Street Railway Club 


The regular monthly meeting of the New England Street 
Railway Club will be held on April 23, 1913, at 6.30 p.m. in 
the new mahogany room at the New American House, Bos- 
ton, Mass. During the dinner the Clio quartet will play and 
Miss Irene Champney, Miss Emily Wilson and Chick Fox 
will entertain. The speaker of the evening will be Harry P. 
Cassidy. Mr. Cassidy, it is announced, will depart consider- 
ably from street railway topics. 
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Financial and Corporate 
Stock and Money Market 


April 16, 1913. 

There was a sharp contraction in the selling of securities 
on the New York Stock Exchange to-day. Nearly all the 
active issues showed some amount of loss, although the de- 
clines were not extensive enough to be regarded with much 
importance. Railway and other bonds were irregular. Rates 
in the money market to-day were: Call, 2% @ 3 per cent; 
thirty days, 334 @ 4 per cent; sixty days, 4 @ 4% per cent; 
ninety days and four to six months, 4% @ 4% per cent. 

The Philadelphia market to-day was broad but inactive, 
except for a few issues. The demand for bonds continued 
good. 

Trading in Chicago to-day was narrow and the volumé of 
transactions very small. The bond transactions were con- 
fined to a few issues. 

In the Boston market Boston Elevated Railway was again 
a feature. It closed at 98, up 3, with that bid and 9834 
asked. Otherwise the market was dull and somewhat irreg- 
ular. 

The market for stocks in Baltimore to-day was extremely 
narrow and dull. The demand for bonds was good. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


April 9 April 16 
American Brake Shoe & Foundry (common) ......... 93% 92 
American Brake Shoe & Foundry (preferred) ........ 132% 131 
American Cities Company (common) ........++ss.0+% 38% 40 
American Cities Company (preferred) .........+.--. 0 70% 
American Light & Traction Company (common) ....... 400 380 
American Light & Traction Company (preferred) ..... 107 105 
American Railways Company) <.. si rces cases cicviccans 38% 38% 
Aurora, Elgin & Chicago Railroad (common) ......... 42% 42 
Aurora, Elgin & Chicago Railroad (preferred) ...... 85 854 
Boston Elevated Railway ........ we aid sie e)e{eis|ie s\sleic)ets aie 105% 98 
Boston Suburban Electric Companies (common) ....... 7% 7% 
Boston Suburban Electric Companies (preferred) ..... a66 a66 
Boston & Worcester Electric Companies (common) .... 7% a8 
Boston & Worcester Electric Companies (preferred) .. 43 43 
Brooklyn Rapid Transit Company ...........+++e.005 91% 90% 
Capital Traction Company, Washington .........-..... 122% 123% 
Chicagoan City Railway Sale ceitsielaisie sors Aaliletesei cists iaiccee *150 150 
Chicago Elevated Railways (common ........+2+++++++ *26 29 
Chicago Elevated Railways (preferred) ..........+-++ *88 88 
Chicago Railways; pteptg;,: cti.. Ui ha cies ire cick ace w stein wnat *85 90 
Chicago Railways, ptepta.,, CH. 2° glass sic sinis cela enesiens *21% 22 
Chicago: Railways, ptcptery CkE 3” slays Uh cele sie eten wae *6u Zi 
Chicago) Railways, -pteptgs: Cthat4 aya ciars wise sn: o(alalevererereiers *3y 3 
Cincwtinatiy Seneet all Wwayircicclecsetsr tie sal axcieletereicterentre esis 111 111 
Cleveland, Southwestern & Columbus Ry. (common) .. 5% 5% 
Cleveland, Southwestern & Columbus Ry. (preferred) . 30 30 
Clevelandasiailwayacmion o pumice cele ctrelisierenle sionsleseteeerese 104% 103 
Columbus Railway & Light Company ................ 18 18 
Columbus Railway (common). suc oc5 2s ese cwacivnsieee 69% 69% 
Columbus Ratlway (preferred) io)... 6s)... cee as a clele 82% 82% 
Denver & Northwestern Railway .........0...sscse0-- *108 *108 
Detroit. Waited Railway! telstevserieietsielcls«)sis’e'e ieieretel evs) eielere a80 80 
General Miectric’ Company: i <i )<siscs (e's) aisle ios auclere oternepsne hele 141 139% 
Georgia Railway & Electric Company (common) ...... 118% 118 
Georgia Railway & Electric Company (preferred) .... 84% 83% 
Interborough Metropolitan Company (common)~...... 17% L7) 
Interborough Metropolitan Company (preferred) ..... 59% 58 
International Traction Company (common) ........... *35 a, 
International Traction Company (preferred) ......... 95 *95 
Kansas City Railway & Light Company (common) ..... *15 15 
Kansas City Railway & Light Company (preferred) ... *30 *30 
Lake Shore Electric Railway (common) ............- *6% *614 
Lake Shore Electric Railway (1st preferred) ......... *91 *91 
Lake Shore Electric Railway (2d preferred) .......... *25% *2514 
DEA At EArstieas MEL cine his’ cdc ca she yerarnrs oa, atmhapertie else syebs aie 129 128% 
Massachusetts Electric Companies (common) .......-.. 18 17% 
Massachusetts Electric Companies (preferred) ....... 77 76 
Milwaukee Electric Railway & Light Co. (preferred) ..*100 *100 
Norfolk Railway & Light Company ..i.....6.scciewees *2534 *25% 
North American’ Companys y.%% dace cewce pee cee doc ete 79 76 
Northern Ohio Light & Traction Company (common)... 75 80 
Northern Ohio Light & Traction Company (preferred). 105 105 
Philadelphia Company, Pittsburgh (common) .......... 444 44 
Philadelphia Company, Pittsburgh (preferred) 40 40 
Philadelphia Rapid Transit Company ...... 25% 25% 
Portland Railway, Light & Power Company 67 *67 
Public Service Corporation ............. 115 115 
Third Avenue Railway, New York .. eae 36 
Toledo. Railways & Light Company’ .........0-25ci.--s 12% al2¥% 
Twin City Rapid Transit Co., Minneapolis (common)... 105% 05 
Union Traction Company of Indiana (common) ...... *414 *4 
Union Traction Company of Indiana (Ist preferred) .. *81 *81 
Union Traction Company of Indiana (2d preferred) .. *34 *34 
United Rys. & Electric Company (Baltimore) ........ 27% 25 
United Rys. Inv. Company penmnten) Bec ee, 28% 2714 
United Rys. Inv. Company (preferred) ...... 51 49 
Virginia Railway & Power Company (common) . 52 52 
Virginia Railway & Power Company (preferred) . 92 93 
Washington Ry. & Electric Company (common) .. reo 91% 
Washington Ry. & Electric Company (preferred) ..... 9034 91% 
West End Street Railway, Boston (common) .......... 77 : 75% 
West End Street Railway, Boston (preferred) ........ *96 95 
Westinghouse Elec. & Mfg. Company ................ 65% 63% 
Westinghouse Elec. & Mfg. Company (Ist preferred) .. 11634 116 


*Last sale. aAsked. 
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ANNUAL REPORTS 


Hudson & Manhattan Railroad 


The president and board of directors of the Hudson & 
Manhattan Railroad have submitted the report of the oper- 
ation of the company for the year ended Dec. 31, 1912. At 
the last annual meeting of the stockholders the fiscal year 
of the company was changed to end on Dec. 31, instead 
of March 31. Therefore the statement of income which 
follows includes the results of January, February and 
March, 1912, which have already been given in the preced- 
ing annual report. 


Year Ended Dec. 31. 1912 1911 
Gross event; -alllisources J (oid. viv acitie ie cies $5,334,660 $4,639,464 
Operating expenses and taxes .........0.eeeeee 2,240,255 2,042,804 

Gross income applicable to fixed charges...... $3,094,404 $2,596,659 
Interest on total interest-bearing bonds  out- 

ChekeGbiey oh Veidomboamainbeie a6 uo m dg trae 8.ofro OU bin $2,943,196 $2,944,552 
Less interest chargeable to construction........ 64,114 »627 

Balance, being interest on capital employed in 

operation and chargeable against income.... $2,879,081 $2,303,924 
Opher cha rgest «i:yc/rete aleve ci Riis nr cvateheiene erauadatell terentens 289,855 283,864 

Total deductions from income...........+-.+ $3,168,936 $2,587,789 

dNeatswirrGorme Sas eieyterets, sun i alle encrenmieteaene hots tanita *$74,532 $8,869 
Percentage of railroad operating expenses vs. 

Tailuqadreventiedd.| jc cuts adsalrs ded evieneraetens 36.04 38.99 
Number of revenue car miles operated.......... 7,950,413 7,150,826 
Total railroad revenue per car mile, cents...... 45.66 42.58 
Railroad operating expenses per car mile, cents 16.45 16,60 

Net railroad revenue per car mile, cents...... 29.21 25.98 


*Deficit. 


Wilbur C. Fisk, the president of the company, says in 
part: 

“The physical condition of your property is excellent. 
No effort has been spared to keep the property perfectly 
maintained in all departments. 

“On April 14, 1912, temporary station facilities at Summit 
Avenue, Jersey City, were opened to the public. The com- 
pleted structure was opened for public use during February, 
1913. The Public Service Corporation of New Jersey has 
installed adequate terminal facilities adjacent to the Sum- 
mit Avenue station and operates a large number of surface 
cars to that point, thus affording the people of that section 
of Jersey City convenient and frequent service to New 
York in connection with the Hudson tubes. The traffic at 
this station has doubled since it was first opened. 

“During the year an additional platform was _ installed 
at the Erie station, with a stairway to the main passageway 
leading to the Erie Railroad’s Jersey City terminal. This 
increased facility has greatly relieved the congestion of 
trafic at this point. The new platform, being on the east 
side, is used exclusively for northbound passengers, leaving 
the older platform for the use of southbound traffic. 

“The block of real estate in Jersey City bounded by 
Henderson, Provost, Thirteenth and Fourteenth Streets, 
which was formerly occupied as the company’s general 
storeyard, was sold in August at a price considerably in 
advance of its cost. The proceeds of this sale have been 
deposited with the Guaranty Trust Company, trustee of the 
New York & Jersey 5 per cent first mortgage. 

“In May, 1912, the company took over the additions to 
the Hudson Terminal Buildings, and both the original 
buildings and the additions are fully rented at advantageous 
rates to a high class of teriants. 

“Since the close of the fiscal year the directors of your 
company have approved a plan formulated by Kuhn, Loeb 
& Company, New York; Robert Fleming & Company, 
London, and Harvey Fisk & Sons, New York, for the read- 
justment of the debt of the company. The various security 
holders have already been advised of the details of the 
proposed plan, and their almost unanimous consent thereto 
has been most gratifying. It is expected that its successful 
consummation can be announced in the near future. 

“As of March 31, 1912, there had been accumulated a 
reserve for the amortization of capital in the amount of 
$512,794. During ten months since that date no further 
accruals have been made as, in the judgment of the direc- 
tors of your company, the amount already reserved was 
sufficient for all reasonable current requirements and it was, 
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therefore, justifiable temporarily to discontinue furthef 


accretions to the reserve account. During the said period 
of ten months to Feb. 1, 1913, all expenditures for mainte- 
nance, renewals and repairs have been made out of current 
income and the amortization reserve has not been in any 
way depleted. Beginning with the accounts of February, 
1913, it is proposed to inaugurate a new amortization plan, 
which will be sufficient to provide for the replacement of 
the various units of property at the ends of their estimated 
lives. 

“The appointment of William G. McAdoo as Secretary 
of the Treasury of the United States necessitated his resig- 
nation as a director and president of this company. At a 
meeting of the board of directors on March 6 Mr. Mc- 
Adoo’s resignation was accepted with great regret, and 
Wilbur C. Fisk, formerly vice-president and general mana- 
ger, was elected to the presidency of the company.” 

Traffic statistics for years ended Dec. 31, 1912 and 1911, 
follow: 

1912 1911 
91 


Average miles of road operated..............-- Hie 7.4 
7,950,413 7,150,826 


Number of revenue car miles operated.. 


Passenger | reviemde sajetera« kicurepsrepal svansteienere - $3,404,519 $2,846,945 
Miscellaneous railroad revenue ..... 225,541 197,810 
Gross railroad operating revenue .... - $3,630,061 $3,044,755 
Operating expenses (excluding taxes)... 1,308,104 1,187,124 
Net railroad operating revenue............-. $2,321,956 $1,857,631 
Passenger traffic: 
Number of passengers carried .....s0..e2.05: 58,079,194 56,717,809 
Number of passengers carried per mile of road 7,342,502 7,664,568 
Number of passengers per revenue car mile.. 7.3 7.93 
Revenues and operating expenses: 
Passenger revenue per mile of road.......... $430,407 $384,722 | 
Gross railroad operating revenue per mile of 
BOTH 65s Mave aie hrnsale cae tharatlatte sin aewans Sakae eralers 458,920 411,453 
Operating expenses (excluding taxes) per mile 
Ep (TOA. \luhaevere sstetene Weepaiaradeer meaner epee ae icte eeeaiete 165,373 160,422 
Net railroad operating revenue per mile of road 293,546 251,031 
Passenger revenue per revenue car mile...... $0.4282 $0.3981 
Gross railroad operating revenue per revenue 
Gar? miles cine ceva rekotete saan tore te coat aie eneiraee 0.4566 0.4258 
Operating expenses (excluding taxes) per 
Fevenue, Car miles wit, warsmiyer bela meetin «ate 0.1645 5 0.1660 
Net railroad operating revenue per revenue 
(eb aeep ool (crue IAIN TAG Aid cic cithao Nad So No coon 6 0.2921 0.2598 
Passenger revenue per passenger ............ $0.0586 $0.0502 
Gross railroad operating revenue per passenger 0.0625 0.0537 
Operating expenses (excluding taxes) per pas- 
Ce ahd oe MEP RS Creat och CCasto oss tio lcicic, coe oy a bet 0.0225 0.0209 
Net railroad operating revenue per passenger. 0.0400 0.0328 


Federal Light & Traction Company 


The consolidated statement of profit and loss of the Fed- 
eral Light & Traction Company, New York, N. Y., and its 
controlled companies, exclusive of the Deming Ice & Elec- 
tric Company, for the year ended Dec. 31, 1912, follows: 


Gross earnings of controlled companies..........++..+e.e0ee- $1,722,647 
Operating expenses of controlled companies (including taxes). 1,008,035 
Net earnings of controlled companies..........000-..eeeees $714,612 
Federal Light & Traction Company net income..............- 22,446 
Hotal -net income (alll scomapanies) aor rieelaleiseer sitet ee ee aa $737,058 
Total interest on outstanding bonds, notes and floating debt.. 374,540 
Balance atten interests smmepistercleicineis ete cieisisiarecatcterstn ae esters take $362,518 
Dividend on $2,500,000 6 per cent preferred stock of Federal 
Might & Traction (omparivimeaee esa wetraietatr-tetetaicerenceetoretets 150,000 
Surplus, after interest and preferred dividend payments.... $212,517 


The earnings of the controlled companies, after the 
elimination of inter-company earnings and making provi- 
sion for reserve funds, for the years ended Dec. 31, 1909, 
IQIO, I91I and 1912, follow: 


Operating 
| Gross Expenses Net 
‘ Earnings and Taxes’ Earnings 
1909 .. $1,217,434 $764,554 $452,830 
1910 . | 1,352,449 768,659 583,790 
1911 1,496,177 887,094 609,082 
DOTA ices clici's ot ea toned vseyran aie ee eae oa ee 1,722,647 1,008,035 714,612 


C. C. Chappelle, vice-president and general manager of 
the company, says in part: 

“The gross earnings of the Federal Light & Traction 
Company’s several controlled companies for the fiscal year 
ended Dec. 31, 1912, were $1,722,647, a gain of 15.1 per cent 
over 1911, and the net earnings were $714,612, a gain of 17.3 
per cent over IOII. 

“During the fiscal year ended Dec. 31, 1912, there was 
spent for additions, extensions, betterments and acquisitions 
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to the properties of your several controlled companies the 
sum of $1,200,000, from which expenditure your company 
should receive substantial benefit in increased net earnings. 

“Since the close of the fiscal year ended Dec. 31, 1912, 
your company has acquired the control of the Central Ar- 
kansas Railway & Light Corporation, which company, 
through its subsidiary companies, owns and operates the 
street railways, gas, water, electric lighting and power busi- 
ness in Hot Springs, Ark., and vicinity. 

“The entire outstanding common stock of the Central 
Arkansas Railway & Light Corporation is owned or con- 
trolled by your company. The operations of the proper- 
ties of the Central Arkansas Railway & Light Corporation 
were taken over by your company March 1, 1913, but the 
earnings from the several Hot Springs subsidiary companies 
accrue to your company from Jan. I, 1913. 

“The Central Arkansas Railway & Light Corporation 
gross earnings for 1913 should be in excess of $500,000, and 
the net earnings from operation not less than $240,000, the 
surplus thereof, after the fixed charges on outstanding 
bonds and dividends on preferred stock of said corporation, 
accruing to your company. 

“Since the close of the fiscal year ended Dec. 31, 1912, 
the property of the Montrose Electric Light & Power Com- 
pany, one of your controlled companies, has been sold. 

“In conclusion, the communities served by your con- 
trolled companies are growing in population and general 
prosperity, and the year 1913 should show gratifying re- 
turns for your company.” 


Liverpool Corporation Tramways 


The annual report of the Liverpool (England) Cor- 
poration Tramways for the calendar year of 1912 has 
just been issued. The revenue and expenditure account 
follows: Total revenue, £668,220; operating costs (includ- 
ing rental of leased lines), £425,018; gross profit, £243,202. 
The gross profit has been apportioned as follows: Interest, 


£50,006; sinking fund and repayment of loans, £509,248; 
reserve, renewal and depreciation account, £66,929; con- 
tribution in aid of the general rate, £66,929. The net 


profit for the year amounted to £133,857, an increase of 
£109,125 over IOQII. 

The number of passengers carried and miles run during 
1912 and rorr follow: 


Per Cent 

1912 1911 Increase Increase 
Passengers ..... s+ 134,249,967 128,625,374 5,624,593 4.4 
Mileage 2... ci vanes 12,590,408 12,399,469 190,939 5.0 


The average earnings per car mile for the year IgII 
amounted to 12.03d., as against 11.64d. for 1911, an in- 
crease of 0.39d. The traffic receipts and car mile earn- 
ings, together with the passengers carried, are the highest 
recorded in connection with the Liverpool Tramways. 

The report refers to the two new sample cars put in 
service last year. Both were double-deck cars and were 
described in the ELecrric RaiLway Journat for July 6, 1912. 
One of them, a single-truck car, has proved very satis- 
factory and six more have been ordered. The double- 
truck car has also shown its superiority over the ordinary 
type of double-truck cars, but double-truck cars are not 
considered suitable for general service in Liverpool. 

During the year the wages of the drivers, conductors 
and other employees were raised 4d. per hour. The roll- 
ing stock has been increased by the addition of fourteen 
cars. The following statement shows the division of 
passengers over various stages: 


Value of Tickets. Number Sold Percentage of Total 
id. 88.151 


118,342,962 
2d. 14,407,459 10.732 
3d 1,207,943 0.900 
4d 167,025 0.124 
5d 2,008 0.002 
6d 122,590 0.091 
134,249,967 


The increase in the number of penny section tickets 
sold amounted to 39,688, valued at £165 7s. 4d., or 5.4 per 
cent. The company has now 587 cars. The ordinary day’s 
service consists of 445 cars. There are 2166 employees, 
compared with 2295 in IQII. 

The report contained a number of traffic curves, includ- 
ing one showing the passengers carried per hour and the 
licensed capacity of the cars per hour. 
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New Orleans Railway & Light Company 
The income account of the New Orleans Railway & 
Light Company, New Orleans, La., for the year ended Dec. 


31, 1912, compares with the income account of the previous 
year as follows: 


. 1912 1911 
Operatin gas TEV eRe winlareiers/steiais seis vrai ule ateisoneretes $6,628,147 $6,335,462 
Operatiniorbexpersese acm wilsnacadeccatieckvelcin 3,420,356 3,419,648 

Net Woperatinig LaVemttes x, jc(slaleie dailies. <jshcche ove $3,207,791 $2,915,813 
Revenue) outside “operations .< 0.5. cces bi one os 10,463 14,453 
Motaliemetarr eves wey ss c\asaveseaned vis als) Svsedieamiate § $3,218,255 $2,930,267 
Revenue deductions: 
DARCH MI emi stnie sirere nu yenate tisk Seieo lass sinters sie scape $560,980 $535,339 
Uncollectible consumers’ accounts........... 5,010 5,190 
lLotalreyenue deductions s.uin<iaeaicdcws mone $565,990 $540,530 
Netiroperating ns Income. liascanisc scree ts ceweas $2,652,264 $2,389,736 
Miscellarieouseincomie) cv <i acruenn acess greriw nes.oe 14,324 12,918 
Gross | Corporate MeOMe’.s:<)./0))4.0.cieiele «diese eevee $2,666,588 $2,402,654 
Income deductions: 
Interest: 
On funded debt of N. O. Ry. & Lt. Co.... $967,696 $944,380 
On funded debt of affiliated companies..... 299,372 315,414 
On consumers’ and employees’ deposits.... 10,863 10,726 
OnwWother, "unfunded déhte<) ope. vag doen ete « 33,185 1,888 
Rent for lease of other street railroad: 
Interest on funded debt of lessor company. 302,903 304,578 
Dividends on stocks, lessor company—held 
DYSMOCHES less cicltiislystouniatetentatcn ateaystae am 4,130 4,130 
Other rental obligations.................. 6,791 6,898 
Amortization of funded debt, discount and 
EXPE MISC iaae ancl taaaid eredere Saree sleveisim seca ererelstntensietersiy 39,971 37,882 
Other income deductions.....00.0...00cc2-008 2,680 1,998 
Total income deductions.............0--09+- $1,667,596 $1,627,898 
INeGbR Corporate ANCOMTEs aisle sil siatrlslerehstabecstiees iss $998,992 $774,756 
Dividend deductions: ‘ 
On stocks of affiliated companies—held by 

others: 

Cumulative dividends on preferred stocks.. $600 $600 
Declared on common stocks.............+. 3,360 2,460 

Total dividend deductions............... $3,960 $3,060 

Surplus from operations for period............ $995,032 $771,696 


Delaware & Hudson Company 


The following reference to the electric railways con- 
trolled by that company is contained in the report of L. F. 
Loree, president, to the stockholders of the Delaware & 
Hudson Company for the year ended Dec. 31, 1912: 

“Increases in net operating revenues were as follows: 
United Traction Company, $18,721; Hudson Valley Railway, 
$11,713; Schenectady Railway, $35,321. The net operating 
revenues of the Troy & New England Railway and the 
Plattsburgh Traction Company decreased $2,578 and $2,508 
respectively. 

“Dividends of 4 per cent for the year 1912 were declared 
on the capital stock of the United Traction Company, 6 per 
cent on that of the Schenectady Railway, 3 per cent on 
that of the Troy & New England Railway, and 5 per cent on 
that of the Plattsburgh Traction Company. 

“The United Traction Company has completed the work 
inaugurated in 1911 of placing feeder wires underground. 
A high-tension transmission line from the Mechanicsville 
power plant to North Albany, a distance of 17% miles, has 
been constructed, affording the company direct transmission 
of current from the Mechanicsville power plant to its vari- 
ous transformer stations at Albany and Troy, N. Y. The 
tracks have been extended on Ten Broeck Street, Albany, 
N. Y., Mill-Street and Pawling Avenue, Troy, N. Y., for a 
distance of 6054 ft., 1450 ft. and 2692 ft. respectively. Dur- 
ing the year seventeen 16-ft. cars were lengthened to 21 
ft., increasing the seating capacity from twenty-two to 
twenty-eight passengers, or 27.3 per cent, and three 18-ft. 
cars were rebuilt and lengthened to 21 ft., increasing the 
seating capacity from twenty-four to twenty-eight passen- 
gers, or 16.7 per cent. 

“The Hudson Valley Railway has purchased three new 
passenger cars for use in interurban service between Al- 
bany and Warrensburg, N. Y., each with a seating capacity 
of fifty-two passengers, and has completed the work of 
paving Broad Street, Schuylerville, N. Y. The work of 
paving Lawrence Street, Glens Falls, N. Y., with asphaltic 
concrete pavement will be completed early in 1913.” 


738 


Havana Electric Railway, Light & Power Company, Ha- 
vana, Cuba.—The Havana Electric Railway, Light & Pow- 
er Company has declared a semi-annual dividend of $2.75 
a share on its common stock. This is an increase of 50 
cents a share over the previous disbursement. The regular 
semi-annual dividend of $3 a share also has been declared 
on the preferred stock. Both dividends are payable on May 
15. A special meeting of the stockholders of the Havana 
Electric Railway, Light & Power Company has been called 
for May 15 at Jersey City to vote on the proposed merger 
with the Havana Electric Railway. 


Interborough Rapid Transit Company, New York, N. Y.— 
J. P. Morgan & Company have issued a call on the syndicate 
members for 12% per cent of the $170,000,000 of Interbor- 
ough Rapid Transit Company new first mortgage 5 per 
cent bonds. This amounts to $21,250,000. The funds will 
be used to pay off the $15,000,000 notes of the Interborough 
Rapid Transit Company which mature on May I, 1913, and 
for other corporate purposes. The $300,000,000 mortgage 
of the Interborough Rapid Transit Company to the Guar- 
anty Trust Company, New York, N. Y., has been filed for 
record with the register of New York County. 


‘Interstate Public Service Company, Indianapolis, Ind.— 
The Interstate Public Service Company, the holding com- 
Dany, of the Insull interests in Indiana, has increased its 
stock from, $3,000,000 to $8,000,000 as the initial step in the 
plan to consolidate properties in Indiana which it controls 
for the purpose of handling the business more efficiently. 
Mr. Insull is reported to have said: “Although an increase 
has apparently been made in the stock, as a matter of fact 
the result will be a decrease in securities, for when the ex- 
change of securities of the various interests takes place 
there will be a smaller amount than is shown at the present 
time.” Chester P. Wilson, vice-president of the Interstate 
Public Service Company, has announced the purchase of the 
properties of the Central Indiana Lighting Company, which 
controls the Columbus Street Railway & Light Company. 

Interstate Railways, Philadelphia, Pa.—John A. Rigg, 
president of the Interstate Railways, in a letter addressed 
recently to the holders of the preferred stock of the com- 
pany, says: “The Interstate Railways was incorporated in 
New Jersey on Dec. 4, 1902, and issued $2,291,050 of capital 
stock for money, full paid at par. It then acquired all the 
capital stock of the United Power & Transportation Com- 
pany and paid for the same by an issue of $10,776,600 of 
4 per cent collateral bonds, agreeing to make advances to 
the United Power & Transportation Company and its 
underlying companies to provide for their fixed charges, 
betterments, operating expenses and taxes. The under- 
lying companies earned their charges, and the Interstate 
Railways applied its capital to the betterment of these 
properties. Then came the depression of 1907-’08-’09, and 
the company defaulted in the interest on its bonds and in 
the advances it had agreed to make. In this extremity, 
other plans having failed, the system of leases was adopted 
and $1,000,000 of preferred stock was authorized and issued 
in exchange for coupons of I910 and io11 or offered for 
subscription. The preferred stock was over-subscribed and 
issued, and the dividend of 6 per cent has been earned and 
promptly paid. Under the leases a fixed income to meet 
charges is assured, and the gradually increasing rentals 
would soon provide an income for the common stock were it 
not for the stipulation that the principal of the preferred 
stock must be paid before any dividend can be declared 
upon the common stock. However wise that precaution 
may have been at the outset, there is a present general 
sentiment among the preferred stockholders that the pay- 
ment of a dividend earned upon the common stock would 
strengthen both the preferred stock and the bonds and 
would make a ready market for the 6 per cent preferred 
stock at par, so that if a holder desired to convert his 
stock into money he could do so more readily by a sale in 
the market than by waiting for gradual payments by in- 
stalments. The purpose of this communication, which, 
though unofficial, is issued with the approval of the board, 
is to get the sense of the holders of preferred stock as to 
the advisability of a new issue without the instalment pay- 
ment clause in exchange for the present certificates, the 
effect of which would be to make the preferred stock per- 
manent.” 
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Lehigh Valley Transit Company, Allentown, Pa—The 
directors of the Lehigh Valley Transit Company have 
authorized the officers of the company to enter into a con- 
tract with Edward B. Smith & Company, Philadelphia, Pa., 
representing the stockholders of the Easton Consolidated 
Electric Company, for the purchase of the holdings of 
the stockholders of the Easton Consolidated Electric 
Company who have agreed to accept the proposition 
of purchase, the number of shares aggregating 23,000. 
The shareholders who have not yet accepted the proposi- 
tion will have until May 1 in which to accept. After that 
date the Lehigh Valley Transit Company will not be bound 
under the contract to purchase any of the minority shares. 
The terms of the purchase were published in the Execrric 
Rattway JourNAL of April 12, 1913, page 696. The Easton 
Consolidated Electric Company was chartered in New Jer- 
sey in 1899 to control the Easton Transit Company, the 
Easton, Palmer & Bethlehem Street Railway, the Phillips- 
burg Horse Car Railroad, the Edison Electric Illuminating 
Company of Easton, the Northampton Central Street Rail- 
way and the Easton & South Bethlehem Transit Company. 


‘Mexico, Santa Fé & Perry Traction Company, Mexico, 
Mo.—Judge Barnett in the Circuit Court at Montgomery 
City, Mo., has granted an order of sale to the plaintiffs in 
the case of J. D. Bates against the Mexico, Santa Fé & 
Perry Traction Company to foreclose under the bond issue. 
The date of the sale and the terms remain to be fixed by 
the court. 


New York, Westchester & Boston Railway, New York, 
N. Y.—The Public Service Commission of the Second 
District of New York has authorized the New York, West- 
chester & Boston Railway to issue its first mortgage bonds 
to the par value of $6,044,000, the bonds authorized to the 
amount par value of $1,290,000-to be sold at not less than 
par and the balance to be sold at not less than 92. The 
proceeds of the sale of the bonds are to be used for right- 
of-way, station and other construction purposes, for the 
construction of the main line from New Rochelle to the 
terminus in Port Chester, for the construction of double 
track from the present end of its main line at Larchmont 
Junction, New Rochelle, to the proposed terminus in Port 
Chester, to complete the construction of the White Plains 
branch, and to pay and cancel outstanding notes held by 
the New York, New Haven & Hartford Railroad for money 
loaned for capital purposes. ; 

People’s Traction Company, Galesburg, Ill—Charles S. 
Harris, secretary and treasurer of the People’s Traction 
Company, is reported to have purchased the holdings of 
President A. P. Higgins of the company, giving Mr. Harris 
control of 1282 shares of stock out of 1500 shares. 

Petaluma & Santa Rosa Railway, Petaluma, Cal.—The 
Petaluma & Santa Rosa Railway has received authority 
ftom the Railroad Commission to pledge $80,000 of its 
first mortgage 5 per cent bonds as collateral for a note for 
$64,000. It is proposed to use the proceeds of the note 
to pay for the construction of 5% miles of electric railway 
from the main line of the company from Liberty Station 
to Two Rock. : 


Toledo & Chicago Interurban Railway, Kendallville, Ind. — 


—The property of the Toledo & Chicago Interurban Rail- 
way was sold at treceiver’s sale at Fort Wayne, Ind., on 
April 14, 1913, at the upset price of $550,000 to George R. 
Sheldon, New York, N. Y., representing the holders of the 
bonds. On April 13, 1913, the Fort Wayne & Northwestern 
Railroad was incorporated in Indiana with a capital stock 
of $1,950,000, consisting of $650,000 of preferred stock and 
$1,300,000 of common stock, presumably as the successor to 
the Toledo & Chicago Interutban Railway. 


Toledo Railways & Light Company, Toledo, Ohio.—At 
the meeting of the representatives of the two factions in the 
Toledo Railways & Light Company reorganization held in 
the offices of Attorney Rathbun Fuller at Toledo on the af- 
ternoon of April 14, 1913, a temporary board of directors 
was chosen as follows: F. R. Coates, Rathbun Fuller, 
Thomas H. Tracy, John H. Taylor and R. D. Logan, To- 
ledo; Charles A. Frueauff, F. J. Derge, Milan R. Bump, 
George Williams and Frank W. Frueatuff, New York; Cyrus 
L. Coup and George L. Heater, Toledo; William F. Hoff- 
man, Columbus, Ohio, and C. F. Chapman, Jr., George D. 
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Welles, Frank W. Caughlin, Harry W. Isenberg, Frank E. 
Miller, Robert Newbegin, Eugene H. Winkworth and New- 
ton A, Tracy, all with the law firm of King, Tracy, Chap- 
man & Welles, Toledo. While this board is temporary per- 
manent members are to be elected at a meeting called for 
April 21. Officers were chosen as follows: Frank R. Coates, 
president; Rathbun Fuller, vice-president; M. R. Bump, sec- 
retary; S. D. Carr, treasurer. It is said that out of a total 
of 139,000 shares of stock 120,000 shares were represented at 
the meeting on April 14. The number of members of the 
board has been increased from nine to twenty-one. By 
order of Judge J. M. Killits of the Federal Court the off- 
cers and directors chosen by the Doherty interests took pos- 
session on April 16, 1913. The petition was filed by the To- 
ledo Traction, Light & Power Company and alleged that the 
Smith faction was wrongfully in possession of the porperty. 
The injunction is temporary and is to be in effect until fur- 
ther orders are issued by the court. 


Dividends Declared 


East St. Louis & Suburban Company, East St. Louis, Ill. 
quarterly, 1% per cent, preferred. 

Grand Rapids (Mich.) Railway, quarterly, 1% per cent, 
preferred. 

Havana Electric Railway, Light & Power Company, Ha- 
vana, Cuba, 3 per cent, preferred; 234 per cent, common. 

Jacksonville (Fla.) Traction Company, quarterly, 1% per 
cent, preferred; quarterly, 134 per cent, common. 

Lehigh Valley Transit Company, Allentown, Pa., 50 cents, 
preferred. 

Lewiston, Augusta & Waterville Street Railway, Lewis- 
ton, Me., quarterly, 1% per cent, preferred. 

Mexico (Mex.) Tramways, quarterly, 134 per cent. 

Milwaukee Electric Railway & Light Company, 
waukee, Wis., quarterly, 1% per cent, preferred. 

Public Service Investment Company, Boston, Mass., quar- 
terly, 1%4 per cent, preferred. 

United Railways & Electric Company, Baltimore, Md., 
$1, common. 


Mil- 


ELECTRIC RAILWAY MONTHLY EARNINGS 


CHATTANOOGA RAILWAY & LIGHT COMPANY, CHATTANOOGA, 


TENN. 
Gross Operating Net Fixed Net 
Period Earnings Expenses Earnings Charges Surplus 
oi Rebs) 13 $88,878  *$55,505 $32,373 $23,740 $9,633 
ee g ae 76,657 *46,275 30,382 21,279 9,103 
125 & 713 1,091,523 *654,994 436,529 271,621 164,908 
12°“ 2 42 958,335 *565,857 392,478 243,836 148,642 
CLEVELAND, PAINESVILLE & EASTERN RAILROAD, WILL- 
OUGHBY, OHIO 
Dim Kebs 9713 $24,548  *$15,909 $8,638 $10,227 $1,589 
tse ie AW, 22,819 *15,991 6,828 9,944 73,115 
Qi ey “A } 52,643 *32,590 20,052 20,699 7646 
gue ie ni) 46,729 *32,949 13,771 19,959 76,188 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, SAG- 


INAW, MICH. 
lenin hep ueS $549,665 *$295,088 $254,577 $142,327 $112,250 
Se 2 "12 488,859  *285,386 203,473 108,241 95,232 
2) # rs pals 6,532,924 *3,762,961 2,769,963 1,558,501 1,211,462 
12 “ Ke 12 5,647,600 *3,257,651 2,389,949 1,300,400 1,089,549 


CUMBERLAND COUNTY POWER & LIGHT COMPANY, PORT- 
LAND, MAINE 


im. Feb. 713 $172,587 *$101,605 $70,982 $56,733 $14,249 
1* (2 149,711 — *84;445 65,266 48,158 17,108 
12,“ “ 913 2,151,405 *1,217,361 934,044 653,082 280,962 
12“ “ 942 ~~ 2014013 *1,274:757 739,256. 557,929 181,327 
DETROIT (MICH.) UNITED RAILWAY 
Im. Feb. 13 $920,166 *$623,519 $296,646 $178,603 $108,043 
1“ «942 790,203 *525,137 265,064 175,155 89,909 
2 “ 913° :1,925'812 *1,301,295 624,216 357,103. 267.112 
2% “ 972 ~~: 15981015 *1,070,962 559,460 359,758 199.701 


EAST ST. LOUIS & SUBURBAN COMPANY, EAST ST. LOUIS, ILL. 


Pasi Rebs 223 $200,100 *$117,832 $82,268 $49,781 $32,487 
If a2 "12 185,809 *106,026 79,783 47,595 32,188 
TZ “s 2413 2,488,921 *1,379,919 1,109,002 580,958 528,044 
£2;.°* id 712 2,298,587 *1,281,979 1,016,608 552,735 463,873 
GRAND RAPIDS (MICH.) RAILWAY 

ima; Feb. 713 $93,049 *$56,047 $37,002 $14,821 $22,181 

a ee "12 91,627 53,999 37,628 14,727 22,901 
12 “ ae "13 1,241,548 *706,972 534,576 175,265 359,311 
12“ Md "12 1,184,564 *669,214 515,350 178,682 336,668 


LAKE SHORE ELECTRIC RAILWAY, CLEVELAND, OHIO 


1lm.. Feb. 713 $88,679 *$59,798 $28,881 $34,937 7$6,055 
iy be 712 82,117 *56,392 25,724 34,833 79,108 
Bat a 713 189,052 *124,775 64,277 69,875 ° $5,597 
at ee 12 169,270. *111,842 57,420 69,424 412,004 


*Includes taxes. Deficit. 
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Traffic and Transportation 


Report of Milwaukee Benefit Association 


The first annual report of the Employees’ Mutual Benefit 
Association of The Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., and associated companies, for 
the year ended Feb. 28, 1913, has been issued in pamphlet 
form. The report, showing in detail the results and activi- 
ties of the association, presents many facts of interest and 
importance. ‘The total income amounted to $25,254, as fol- 
lows: Monthly dues—members, $9,576; monthly dues—com- 
pany contributions, $9,576; company contributions for ex- 
penses, $5,904; miscellaneous income, $197. The total ex- 
pense amounted to $17,562, as follows: Sick benefits, $7,819; 
death benefits, $1,200; association physician’s fees, $2,317; 
directors’ fees and expenses attending meetings, $291; drugs, 
medical and surgical supplies, $18; miscellaneous expenses, 
$10; company contributions (services of officials, office ex- 
penses, stationery and printing, postage, etc.), $5,904. 

The cash on hand at the close of business on Feb. 28, 
1913, was $12,527, of which $1,527 is on current deposit at 
the Wisconsin National Bank and $11,000 is invested in time 
deposit certificates of the Wisconsin National Bank, drawing 
interest at the rate of 3 per cent per annum. Sick benefits 
were allowed to 363 members, covering 430 cases of dis- 
ability caused by sixty-three different kinds of sicknesses. 
and fourteen cases of disability caused by injuries received 
when off duty. The amount of these sick benefits allowed 
to those 363 members was $7,819. The amount paid into 
the association by these 363 members was $2,181. The 263 
members to whom sick benefits were paid represent thirty- 
three different occupations. Of the 363 members I61 were 
motormen, 143 were conductors and fifty-nine were en- 
gaged in thirty-one other occupations. There were four 
death benefits amounting to $1,200 allowed to beneficiaries. 

In furnishing medical attendance to the members the 
medical staff made 1764 visits to the homes of the members 
and prescribed 1433 treatments at their offices, making a 
total of both of 3197. The value of the medical services 
thus rendered, based on an average of $1 per treatment, was 
$3,197. 

This total of 3197 includes only treatments given by four 
of the association’s physicians—three located in Milwaukee, 
one in Watertown. Treatments given by the other four 
association physicians, located in West Allis, Waukesha, 
Racine and Kenosha, and treatments given by the medical 
director in hospitals, at the homes of members or at his 
office are not included. The data of the treatments given 
by the four association physicians previously referred to 
and the medical director are not available, but if added to 
the 3197 treatments recorded would increase the number of 
treatments to not less than 4000 and the value of the medical 
services rendered to not less than $4,250. 

The medical director performed thirty-seven surgical 
operations, fourteen of which were major operations, and 
twenty-three minor operations. The value of these surgical 
operations was not less than $1,750. 

The number of members admitted initially, pursuant to 
plan outlined in the announcement dated Jan. I, 1912, prior 
to April 1, 1912, was 1654; 524 members were admitted 
during the period beginning April 1, 1912, and ending Feb. 
28, 1913. Five hundred and forty-two members were out 
of the service of the companies between March 1, 1912, and 
Feb. 28, 1913. Fourteen members were dropped from the 
membership roll, nine being under age and five withdrawing 
their membership. Five members died. There were 1612 
members in the association at the close of Feb. 28, 1913. 


Safety League in Rockford.—S. R. Smith, claim agent of 
the Rockford & Interurban Railway and Rockford City 
Traction Company, Rockford, Ill., has taken steps to form 
a safety league in Rockford. Booklets and badges have 
been distributed among the school children of the city by 
the company. 

Accident in Baltimore.—One person was killed and more 
than twenty were injured recently when a car of the United 
Railways & Electric Company, Baltimore, Md., was de- 
railed on the bridge which connects Baltimore City with 
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Anne Arundel County. The car left the bridge and plunged 
into the Patapsco River. 


Change of Schedule of Market Street Elevated, Philadel- 
phia.—The work of relaying track on the Market Street 
elevated line of the Philadelphia (Pa.) Rapid Transit Com- 
pany was commenced on the night.of April 8. While this 
work is under way all trains, after 1 a. m., will be run on a 
twenty-minute headway, except on Saturday nights, when 
the regular ten-minute headway will be maintained. 


Increase in Wages in Jamestown.—The Jamestown 
(N. Y.) Street Railway has announced an increase in wages 
and an improvement in the working hours of its men to 
take effect on May I, 1913. The new schedule of wages is 
a sliding one. It gives first-year men 19 cents an hour and 
increases until at the end of the tenth year the men receive 
25 cents an hour, a rate of increase of about 1% cents an 
hour. 


Rhode Island Company Agrees to Reinstate Men.—As a 
result of a conference held recently between A. E. Potter, 
general manager of the Rhode Island Company, Provi- 
dence, R. I., and a committee of the employees Mr. Potter 
has agreed to reinstate all of the men discharged some time 
ago except two. Action has been deferred, however, on 
the question of paying the men during the time that they 
were idle. Mr. Potter promised to let the men know his 
decision in regard to this matter within a few days. 


Extension of Accident Prevention Campaign by A., E. & 
C. Railroad—The accident prevention campaign begun in 
the schools of Aurora, Ill., by H. B. Adams, of the Aurora, 
Elgin & Chicago Railroad, will be extended by request to 
the schools of Elgin. Mr. Adams has addressed more than 
6000 pupils in public, parochial and business schools. In 
the first three weeks of the campaign there was not an acci- 
dent in Aurora. The city of Aurora will ask the Aurora, 
Elgin & Chicago Railroad to hang signs from guy wires 
so that drivers of vehicles may know they are approach- 
ing a street upon which there is a car track. 

Trolley Trip from Michigan to St. Louis.—Officials of the 
Michigan United Traction Company, Lansing, Mich., 
planned to take a trip on the private car ‘‘Michigan” to In- 
dianapolis via Detroit, Toledo, Lima, Fort Wayne, Bluffton 
and Anderson. They expected to leave on April 16. At In- 
dianapolis they intended to take the Big Four Railroad to 
Peoria and then, through the courtesy of the Illinois Trac- 
tion System, leave on a private car on April 18 for St. Louis. 
The fact that the through trip may be made by electric car 
from Michigan to Indianapolis indicates that the conditions 
caused by the floods are becoming a matter of the past. 


Lectures to Employees on Technical Subjects.—Technical 
features of interest to car crews and others are being em- 
bodied in the educational work of the employees of the 
Louisville & Northern Railway & Lighting Company, New 
Albany, Ind., who meet regularly in the general offices of 
the company at what are called “boosters’ meetings.” Wil- 
liam Buckman, of the electrical staff of the company, is on 
the program of the club for a series of lectures upon the 
wiring and electrical equipment of cars. His talks are illus- 
trated with blue-prints drawn to a large scale and illustrat- 
ing the points touched upon, while the audiences are com- 
posed largely of car men and road employees. 


General Statement of Policy by California Commission in 
Regard to Rates.—In a decision handed down by the Rail- 
road Commission of California on April 8, 1913, in passing 
upon the application of the owners of a water company in 
San Diego County to increase rates the commission sum- 
marized its position in this regard as follows: “All con- 
tracts made by a public utility will not stand when this 
commission has fixed rates, but this commission may adopt 
the rates fixed by contract if made under fair conditions, as 
far as it may do so without bringing about discrimination, 
and it specifically instructs utilities that they are not to re- 
pudiate their contracts until the matter has been presented 
to this commission.” 


Fare Complaint Dismissed in New Jersey.—The Board of 
Utility Commissioners of New Jersey has dismissed the 
complaint under which an order was sought to compel the 
Public Service Railway to grant a 5-cent fare from any 
point in Newark to any point in Union Township, Bergen 
County, or vice versa. The present fare between Newark 
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and points in Union Township, Rutherford and East Ruth 


erford is 10 cents. The board made an order last October 
dismissing a similar complaint by the Mayor of Arlington, 
the order establishing a fare zone at Belleville Turnpike on 
the line between Newark and Hackensack. Union Town- 
ship lies outside of this fare zone, and as conditions have 
not changed materially since the decision of October, the 
board dismissed the new petition for the reasons stated in 
its earlier decision. 

Accident Prevention Campaign in York.—The York (Pa.) 
Railways is inaugurating an educational campaign for the 
prevention of accidents on the public highways of the city 
and has enlisted the co-operation of the officials of the public 
schools of York. Five thousand blotters are being distrib- 
uted among the pupils in all the graded schools in the city 
and the teachers are instructing the children to exercise care 
in walking or playing upon the streets. The blotters de- 
scribe the danger to youths playing in or along the car 
tracks, stealing rides on street cars, riding on steps of cars, 
putting their heads out of car windows, and getting off the 
cars before they are brought to a stop. The children are 
being urged to take the blotters home. The teachers in em- 
phasizing the dangers of the streets are teaching the chil- 
dren a series of don’ts at the request of the company. 

Apprehending Pickpockets on New York Railways.—In 
the item published in the Execrric Ratway JourRNAL of 
April 12, 1913, page 608, referring to the apprehension and 


-conviction of criminals by secret service men in the employ 


of the Interborough Rapid Transit Company, the total 
number of arrests of pickpockets between July 1, ror1, 
and March 17, 1912, was thirty-four, as stated in the pre- 
vious item, but the number sentenced to prison was 
twenty-six instead of thirty-six. The Grand Jury failed 
to indict in four cases and four were acquitted. As stated 
previously, the number of pickpockets arrested on prop- 
erty of the company by the company’s detectives from 
March, 1912, up to and including April 4, 1913, was twenty- 
three. Seventeen convictions have resulted from the last- 
mentioned arrests, there have been three discharges and 
three persons are under bail awaiting proceedings. 


Fare Adjustment on Long Island Railroad—The Public 
Service Commission for the First District, on the opinion 
of Commissioner George V. S. Williams, has dismissed the 
proceeding against the Long Island Railroad for alleged 
discrimination in charging 10 cents on express trains and 5 
cents on local trains for passenger transportation between 
Flatbush Avenue and East New York. Before dismissing 
it, however, the commission induced the company to agree 
to a reduction of fare on the express trains to 5 cents 
provided patrons would purchase twenty tickets at a time 
for $1. These tickets will soon be placed on sale and will 
be honored on express trains. The commission believes 
this change will obviate the principal cause of complaint, 
which was that the local trains at a 5-cent fare were badly 
crowded during the rush hours while express trains, upon 
which the 1o-cent rate was charged, frequently operated with 
vacant seats. It is expected that the new arrangement 
will tend to equalize the traffic and reduce crowding. 

Service Recommendations for Cambridge.—The Massa- 
chusetts Railroad Commission has issued a number of rec- 
ommendations bearing upon the service of the Boston 
(Mass.) Elevated Railway on its surface lines in Cambridge, 
including the establishment of transfer facilities in the In- 
man Square district, the operation of additional cars, the 
shortening of certain routes and the establishment of ex- 
press service in the morning rush hours inbound and in the 
evening rush hours outbound between Harvard Square and 
North Cambridge. Increased service over the crosstown 
line between Harvard Square and Dudley Street, in the 
Roxbury district of Boston, is to be provided during certain 
hours. Additional rush-hour service is recommended in the 
Huron Avenue district at morning and night and a trial 
shuttle service on a five-minute headway is to be undertaken 
between Harvard and Central Squares at certain periods 
when the local trafic on the surface immediately above the 
Cambridge subway line is heavy. It is recommended that 
the inbound express service shall be carried on without stop- 
ping to take on passengers going toward the business dis- 
trict in the morning rush hours inside the terminal limits of 
the express zone, with reversed conditions in the evening. 
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Personal Mention 


Mr. L. B. Wickersham has been appointed chief electrical 
engineer of the Oregon Electric Railway and the United 
Railways, with headquarters at Portland, Ore. 


Mr. A. M. Lupfer has been appointed chief engineer of 
the Oregon Electric Railway and the United Railways, with 
headquarters at Portland, Ore., vice Mr. L. B. Wickersham, 
assigned to other duties. 


Mr. R. H. Crozier has been appointed assistant general 
passenger agent of the Spokane, Portland & Seattle Rail- 
way, Oregon Electric Railway, Oregon Trunk Railway 
and United Railways, with headquarters at Portland, Ore. 


Mr. H. F. Johnson, who has been assistant engineer of 
maintenance of way of the New York State Railways, 
Rochester Lines, has been appointed engineer of main- 
tenance of way of the Utica & Mohawk Valley Railway, 
Utica, N. Y., to succeed Mr. M. J. French, resigned. 


Mr. P. J. Wood, formerly master mechanic of the Cleve- 
land, Painesville & Eastern Railroad, Willoughby, Ohio, has 
accepted the position of general master mechanic of the 
Northern Ohio Traction & Light Company, with headquar- 
ters at Akron, Ohio. He will have supervision over the 
rolling stock of the Canton and Akron divisions. 


Mr. S. W. Greenland has been appointed general manager 
of the Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind., a place made vacant some time ago when 
Mr. Robert W. Watson severed his connections with the 
company. Mr. Greenland, while virtually general manager, 
has had the title of assistant general manager. In addition 
to being general manager, Mr. Greenland has charge of the 
purchasing department. 


Mr. E. C. Deal, who has been general manager of the 
Augusta-Aiken Railway & Electric Corporation, Augusta, 
Ga., since April 1, 19i1, has been elected a vice-president 
of the company. Mr. Deal is a native of Atlanta and 
gained his early experience with the Georgia Electric Light 
Company, now the Georgia Railway & Power Company. 
He was connected with properties in Baltimore, Seattle, 
Brockton and Terre Haute controlled by Stone & Webster, 
and was also chief engineer of the Gas & Electric Company 
of Bergen County, in New Jersey. Previous to becoming 
connected with the Augusta-Aiken Railway & Electric 
Corporation Mr. Deal was manager of the North Carolina 
Public Service Company, Greensboro, N. C. 

Mr. Rex Dunbar Frazier, formerly editor of the Tangent 
Magazine, which is published at Houston, in the interest of 
the Stone & Webster companies, has been appointed assist- 
ant general passenger agent of the Galveston-Houston Elec- 
tric Railway. Before he became connected with the Tangent 
Magazine some eighteen months ago Mr. Frazier was con- 
nected with the editorial staff of the Houston Post for 
more than two years. Previous to that he was engaged 
in newspaper work in Peoria, Ill. Mr. Frazier has been a 
frequent contributor to the newspapers and magazines and 
is the author of a fourteen-page article, “The United States 
Army in Texas,” profusely illustrated, which is published in 
the issue of the Stone & Webster Public Service Journal 
for April, 1913. 

Mr. Charles A. Brooks has been appointed local manager 
of the Poughkeepsie City & Wappingers Falls Electric Rail- 
way, Poughkeepsie, N. Y., the management of which has 
been taken over by the J. G. White Management Corpora- 
tion, New York, N. Y. Mr. Brooks has been engaged in 
electric railway work about ten years. He had two years of 
practical shop work, both mechanical and electrical, and 
then acted for a year as assistant superintendent of equip- 
ment of an electric railway in Ohio. For two years he was 
chief clerk to the superintendent of equipment of the Third 
Avenue Railway, New York. He was also assistant general 
manager of the South Shore Traction Company, New York. 
In September, 1910, he entered the supply business but later 
joined the railway forces of J. G. White & Company. 

Mr. George F. Faber has been appointed general superin- 
tendent of the Atlantic City & Shore Railroad, Atlantic City, 
N. J., to succeed Mr. J. N. Akarman, who, as noted else- 
where in this column, has resigned from the company on 
account of ill health. Mr. Faber began his railroad career 
with the Pennsylvania Railroad as a clerk in the superin- 
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tendent’s office, where he served from 1800 to 1892. He next 
became connected with the accounting department of the 
East Cleveland Railroad. From 1894 to 1901 he was associ- 
ated with the Warner & Swasey Company, Cleveland, Ohio, 
but resigned from this company to re-enter the electric 
railway field with the so-called Appleyard lines in Ohio. 
Mr. Faber next accepted the position of superintendent of 
the Elgin-Belvidere Electric Railway, then under con- 
struction. He subsequently became general superintendent 
of the Western Ohio Railway, Lima, Ohio. Early in 1909 
he accepted the position of traffic manager of the Chicago, 
Lake Shore & South Bend Railway, and in August, 1910, 
was appointed superintendent of transportation of the Mich- 
igan United Railway, now the Michigan United Traction 
Company. ; 

Mr. Mansfield J. French has resigned as engineer of main- 
tenance of way of the New York State Railways, Utica 
Lines and Oneida Line, to engage in railway and structural 
engineering with headquarters at Syracuse. Mr. French 
first engaged in engineering work under Mr. C. Loomis Al- 
len, who was then engineer in charge of reconstruction of 
the lines that were consolidated to form the Syracuse Rapid 
Transit Railway System. On Jan. 1, 1900, Mr. French be- 
came engineer of maintenance of way of the company. In 
September, 1901, he began work with the Oneida Railway 
and was in charge of surveys and track and overhead con- 
struction until July, 1903. After nine mout*s as assistant 
to Mr. Charles H. Clark, engineer of maintenance of way of 
the Cleveland (Ohio) Electric Railway, Mr. French in 1904 
became roadmaster of the Syracuse Rapid Transit Railway. 
In 1905 he was appointed engineer of maintenance of way 
of the Utica & Mohawk Valley Railway and in addition was 
appointed in 1907 to the same position with the Oneida 
Railway, retaining these positions under the consolidation 
of the properties as the New York State Railways, Utica 
Lines and Oneida Line. 


Mr. J. M. Joel on April 2, 1913, was appointed by the 
executive committee of the New York State Railways as 
auditor of all lines controlled by that company with offices 
in Utica, Nv ¥4 -ranking 
next in position to the gen- 
eral auditor. Mr. Joel en- 
tered the service of the Syr- 
acuse (N. Y.) Consolidated 
Street Railway on Nov. 20, 
1890, as clerk and after 
serving successively as 
voucher clerk, bookkeeper, 
and chief clerk was, in the 
latter part of 1903, made au- 
ditor of the Syracuse Rapid 
Transit Railway, which suc- 
ceeded the Syracuse Con- 
solidated Street Railway. 
In January, 1907, he was ap- 
pointed auditor of the Syra- 
cuse Rapid Transit Rail- 
way, the Utica & Mohawk 
Valley Railway and _ the 


J. M. Joel 


Oneida Railway, shortly after the acquisition of these prop- 


erties by the Vanderbilt-Andrews interests. Mr. Joel is a 
member of the American Electric Railway Accountants’ 
Association and is on the joint committee on engineering 
accounting of that association and the American Electric 
Railway Engineering Association. 

Mr. J. N. Akarman has resigned as general superintendent 
of the Atlantic City & Shore Railroad, Atlantic City, N. J., 
on account of ill health. Mr. Akarman was born in Brook- 
lyn on March 4, 1854, and began his railroad career in 1873 
with the South Boston Railroad. In 1877 he became con- 
nected with the Middlesex Railroad. Subsequently he be- 
came superintendent of the Charles River Street Railway, 
Boston. Four years later, when this company was consoli- 
dated with the Cambridge Railroad, Mr. Akarman was ap- 
pointed general superintendent of the Worcester (Mass.) 
Consolidated Street Railway. Later he negotiated the sale 
of the electric railways in Newark and Elizabeth, N. J., and 
in Worcester. He then became connected with the Eliza- 
beth, Plainfield & Central Jersey Railway, and when the 
property of that company was sold to the Public Service 
Corporation he entered the employ of the latter, acting in 
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turn as traffic superintendent, general passenger agent and 
general superintendent of the South Jersey division. Mr. 
Akarman was appointed general superintendent of the At- 
lantic City & Shore Railroad four years ago to succeed the 
late S. S. Neff. 


Mr. David Daly, whose appointment as manager of the 
Galveston-Houston Electric Railway, Galveston, Tex., in 
addition to being manager of the Houston Electric Com- 
pany, was noted briefly in 
the ELECTRIC RAILWAY 
JournaL of April 12, 1913, 
was born in Boston, Mass., 
on Oct. 16, 1878. He was 
educated in the public 
schools of that city and 
afterward entered Harvard. 
When he was twenty-two 
years old he entered the 
employ of the Stone & 
Webster Engineering Cor- 
poration. After serving 
with the company in Boston 
in various capacities he was 
sent by Stone & Webster 
to Ponce, P. R., as local 
manager there of the Ponce 
Railway & Light Company. 
Mr. Daly returned to the 
United States in May, 1905, and in August of that year he 
was appointed by Stone & Webster to manage the Houston 
Electric Company. Mr. Daly succeeds with the Galveston- 
Houston Electric Railway Mr. L. C. Bradley, who, as 
previously announced in the ExLrecrric Rartway JOURNAL, 
has assumed the duties of assistant district manager for 
Stone & Webster in Texas. 


Mr. Frederic W. Hild, who was elected president of the 
Pacific Coast Electric Railway Association, which was or- 
ganized at San Francisco, Cal., on April 1, 1913, has been 
general manager of the 
Portland Railway, Light & 
Power Company, Portland, 
Ore., since March 15, I911. 
This company operates 286 
miles of electric railway and 
does a general lighting and 
power business. Mr. Hild 
is in charge of the railway, 
light and power operating 
departments of the com- 
pany. He was formerly as- 
sistant general manager and 
chief engineer of the Ha- 
vana (Cuba) Electric Rail- 
way. He was graduated 
as an electrical and civil en- 
gineer from Union College 
at Schenectady, N. Y., in 
the class of 1808, and 
was for a time connected with the General Electric 
Company. While in the employ of this company Mr. Hild 
assisted in the important rehabilitation work carried out by 
the Twin City Rapid Transit Company, the Kansas City 
Railway & Light Company and the Chicago Edison Com- 
pany. Mr. Hild was one of the originators of the idea of 
organizing an association to represent the electric railways 
on the Pacific Coast, and the call for the meeting at San 
Francisco at which the association was organized was issued 
over his signature. 


Mr. Harlow C. Clark has just been appointed by the 
American Electric Railway Association editor of Aera and 
will conduct a publicity campaign through that paper and 
in other ways with the co-operation of the individual and 
company members of the association. He will enter upon his 
task with some unusual qualifications. He is not only a 
trained newspaper writer, but has served as an executive 
officer of a municipality and of a large commercial organiza- 
tion, so that he brings to the consideration of the problems 
with which he will deal a viewpoint which must be of value 
in determining the kind of publicity needed to correct ex- 
isting misunderstandings. After serving in various capaci- 


D. Daly 


F. W. Hild 
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ties in the employ of the New York Central & Hudson 
River Railroad, Mr. Clark began his newspaper career in 
Syracuse, N. Y. He was political reporter, city and Sunday 
editor of the Syracuse Herald and left the newspaper busi- 
ness to become secretary to Mayor Alan C. Fobes in 1903. 
Two years later he became secretary of the Syracuse 
Chamber of Commerce, an organization of more than 1200 
members. During his incumbency many important civic 
movements were inaugurated. In 19007 Mayor Fobes made 
him Commissioner of Public Safety, in which office he had 
charge of the police, fire, health, building and lighting 
bureaus of the city. At the expiration of his term he re- 
turned to the Chamber of Commerce as secretary. For the 
last year he has been one of the editors of the Syracuse 
Journal. Mr. Clark has written much on civic and corpora- 
tion matters and has been during the greater part of his 
life in active touch with affairs of this character. 


Mr. D. L. Turner has been promoted to be deputy en- 
gineer of subway construction for the Public Service Com- 
mission for the First District of New York. Mr. Turner 
was graduated from the Rensselaer Polytechnic Institute 
at: Troy in 1891, with the degree of civil engineer. After 
teaching at the institute for a year he engaged in railroad 
location and construction work and in architectural en- 
gineering. From 1893 to 1901 he was instructor in survey- 
ing, railroading and hydraulics in the faculty of Harvard 
University, having charge of these departments and con- 
ducting courses in topographical, railroad, hydraulic, water- 
power, canal, river and irrigation engineering. He also 
inaugurated the Harvard engineering summer camp and 
established and conducted the present camp located at 
Squam Lake, N. H. During this same period he engaged 
in general engineering and consulting practice. From 1901 
to 1907 he was attached to the engineering staff of the 
Rapid Transit Commission of New York City, first as 
assistant engineer and finally as a division engineer on the 
executive staff of the chief engineer. From 1907 to date 
he has been attached to the engineering staff of the Public 
Service Commission for the First District as chief of the 
bureau of transit inspection and as engineer of the seventh 
division. In the former position he originated and formu- 
lated the methods of supervising the operations of the 
various street railways coming under the commission’s 
jurisdiction. In the latter position he was to have direct 
charge of subway construction work aggregating, about 
$30,000,000 in value. He has, therefore, been connected with 
the present transit development of the city almost from its 
inception and has had to do with the problem in all of its 
phases, both from the construction and the transportation 
standpoints. Mr. Turner is a member of the American 
Society of Civil Engineers, the Boston Society of Civil En- 
gineers and the Municipal Engineers of New York City. 


OBITUARY 


I. Parker Lawton, secretary of the Safety Car Heating & 
Lighting Company, New York, N. Y., is dead. Mr. Lawton 
was born in Rome, N. Y., forty-five years ago. 


Albert E. Holmes, superintendent of the Fall River 
division of the Bay State Street Railway, Boston, Mass., is 
dead. Mr. Holmes was a native of Taunton, Mass., and 
was about fifty-one years of age. He attended the public 
schools in Taunton and Fall River and secured a position 
as conductor on what was the Globe Street Railway, Fall 
River. In June, 1901, he was appointed superintendent of 
the Fall River lines of the Bay State Street Railway to 
succeed Mr. William S. Tucker, resigned. 


Joseph T. Orme, president of the Georgia Railway & 
Electric Company, Atlanta, Ga.,/and a director of that com- 
pany, the property of which is, leased to the Georgia Rail- 
way & Power Company, is dead. Mr. Orme succeeded. Mr. 
P. S. Arkwright as president of the Georgia Railway & 
Electric Company when Mr. Arkwright was elected presi- 
dent of the Georgia Railway & Power Company. Mr. Orme 
was born in Atlanta in 1861 and was vice-president of the 
Lowry National Bank, Atlanta, with which he had been 
connected for more than thirty years. In addition he was 
treasurer of the Chamber of Commerce at Atlanta and a 
director of a number of other enterprises, among them the 
American Cast Iron Pipe Company, Birmingham, Ala., and 
the Georgia & Florida Railroad. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


Pine Bluff & Sulphur Springs Interurban Railway, Pine 
Bluff, Ark.—Incorporated in Arkansas to build an 8-mile 
electric railway between Pine Bluff and Sulphur Springs. 
Capital stock, $100,000. Officers: A. G. Russell, president; 
H. Hanf, vice-president and treasurer, and John H. Tucker, 
J sectetatys a Ee Rade, Nov. 2.112) ] 

*Fort Wayne & Northwestern Railroad, Fort Wayne, Ind. 
—Incorporated in Indiana presumably as the successor to 
the Toledo & Chicago Interurban Railway. The line will 
extend through Fort Wayne, Garrett, Auburn, Waterloo, 
Avilla and Kendallville, and from Waterloo eastward 
through Butler to the Ohio State line, and westward from 
Kendallville through Brimfield, Wawaka, Logonier, Millers- 
burg and Goshen. Capital stock, $1,950,000; preferred stock, 
$650,000; common stock, $1,300,000. 

St. Paul Southern Electric Railway, St. Paul, Minn.—This 
company, which is constructing an electric railway between 
St. Paul and Hastings, Minn., has been incorporated in 
Delaware. Grading has been completed and the bridges 
are being built. Capital stock, $5,000,000. Philip Heinz, 
Rochester, president. [E. R. J., Oct. 12, ’13.] 

*Norman Interurban Railway, Oklahoma City, Okla.— 
Incorporated in Oklahoma with a capital stock of $150,000. 
Incorporators: George W. Knox, general manager Okla- 
thoma Railway; Guy B. Treat, J. J. Johnson, W. J. House 
and Charles Hoopes, Oklahoma City. 

*Bryan & Central Texas Interurban Railroad, Bryan, 
Tex.—Application for a charter will be made by this com- 
pany to take over the Bryan-College Interurban Rail- 
way and build extensions to the Brazos section and 
other points. Capital stock, $85,000. Officers: W. E. Saun- 
ders, president; A. W. Wilkerson, first vice-president; O. E. 
Gammill, second vice-president and general manager; L. 
L. McInnis, treasurer; L. M. Hewit, secretary and traffic 
manager: Doremus, Butler & Henderson, general attorneys. 

*Willapa Bay & Eastern Railway, Seattle, Wash.—Appli- 
cation for a charter has been made by this company to 
build an interurban line from Lincoln Creek station just 
south of Rochester to a point near South Bend, from where 
it is proposed to build along the North River. Capital 
stock, $2,000,000. Incorporators: W. H. Bogle, F. T. Mer- 
ritt and C. P. Bissitt. 

FRANCHISES 


Pine Bluff, Ark.—The Pine Bluff & Sulphur Spring Inter- 
urban Railway, Pine Bluff, the incorporation of which is 
noted elsewhere in this issue, has asked the Council for a 
fifty-year franchise in Pine Bluff. This 8-mile line will con- 
nect Pine Bluff and Sulphur Springs. [E. R. J., Nov. 2, ’12.] 

Texarkana, Ark.—Rollin W. Rodgers and associates have 
received a franchise from the Council in Texarkana. This 
is part of a plan to build an electric railway between Tex- 
arkana and Clarksville. [E. R. J., Aug. 31, ’13.] 

Glendale, Cal.—The Pacific Electric Railway has asked 
the Council for a fifty-year franchise over several streets in 
Glendale. The company has received a fifty-year franchise 
in Orange County. 

Pittsburg, Cal—The Oakland, Antioch & Eastern Rail- 
way has asked the Council for a franchise in Pittsburg. 

Redding, Cal—Albert C. Agnew, Redding, has received 
franchises to build an electric railway and power line in 
Redding and on the highways of Shasta County. [E. R. J., 
March 15, ’13.] 

Sacramento, Cal—The Northern Electric ‘Company will 
ask the Council for a franchise for a change of its route 
within Sacramento. 

Sacramento, Cal.—The Pacific Gas & Electric Company 
will ask the Council for a.transfer of its franchise granted 
for a line on Twelfth Street to Fifteenth Street in Sac- 
ramento. 
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Canon City, Col.—Frederick B. Smith, New York, N. Y., 
has received from the City Council an extension of time 
to May 1 in which to begin the construction of an electric 
railway from Canon City to the top of Royal Gorge. [E. 
JRF Nepal feinge ona ge | 

Denver, Col—The Denver City Tramway has received a 
franchise from the Council and County Commissioners to 
extend its lines in the city of Denver and Denver County. 


Ansonia, Conn.—The Connecticut Company has received 
a franchise from the Council to double-track its east side 
lines in Ansonia. 


Champaign, Ill—The Urbana & Champaign Railway, 
Gas & Electric Company, a subsidiary company of the IIli- 
nois Traction Company, has received a twenty-nine-year 
franchise from the Council to build a line about its proposed 
new station at University Avenue and Market Street in 
Champaign. 

Collinsville, Ill.—The Springfield & Central Illinois Trac- 
tion Company has received a franchise from the Council in 
Collinsville. This line will connect St. Louis, Terre Haute, 
Springfield and Duquoin. Isaac Smith, 1042 Pierce Build- 
ing, St. Louis, president. [E. R. J., March 29, ’13.] 


Dubuque, Ia—The Union Electric Company has received 
a twenty-five-year franchise from the Council to extend its 
lines in Dubuque. 


Oskaloosa, Ia.—The City Council has granted a twenty- 
five-year franchise to the Oskaloosa Light & Traction Com- 
pany, which was recently purchased by the Illinois Trac- 
tion Company. The franchise will have to be ratified by 
the voters of the city. 


Iola, Kan.—The Union Traction Company has asked the 
Council for a new franchise in Iola. 


Abbeville, La.—The Louisiana Traction & Power Com- 
pany, Lafayette, has received a franchise in Abbeville. 
This line will connect Lafayette, Morgan City, Alexandria 
and Abbeville. J. A. Landry, Lake Charles, president. [E. 
Re Js etebass 137] 

Slidell, La—The Interurban Railways Company has re- 
ceived a franchise from the Council in Slidell. This com- 
pany will soon ask for a charter to build a gasoline railway 
to connect New Orleans, Slidell, Oaklawn, Liberty and 
Covington. Among those interested are Joseph Blythe, 
N. J. Clesi and T. Semmes Ranlett. [E. R. J., March 20, ’13.] 

Baltimore, Md.—The United Railways & Electric Com- 
pany, Baltimore, has asked the Council for a franchise to 
extend its Monument Street line to Orangeville. 


East Gardner, Mass.—The Massachusetts Northern Rail- 
ways, Greenfield, has received a franchise from the Council 
in East Gardner. 


Highland Park, Mich.—The Detroit United Railway has 
asked the Council for a franchise on Manchester Avenue 
to the terminus of the Hamilton line, a line from Victor 
and Oakland Street to Manchester Avenue and a double 
track on John Street in Highland Park. 

East Syracuse, N. Y.—The East Side Traction Company 
has asked the Council for a franchise to double-track part 
of the East Syracuse line in upper James Street, East Syr- 
acuse. 


Toronto, Ont.—The Toronto & York Radial Railway 
has received permission from the Railroad Commission to 
double-track its line on Yonge Street from the Canadian 
Pacific Railway tracks to the city limits and the right to 
connect up the Scarboro, Mimico and Metropolitan divi- 
sions subject to the municipal franchise act. 


Nashville, Tenn.—The Nashville Traction Company, 
backed by W. O. Palmer and other capitalists of Detroit, 
Mich., has secured the consent of the Council of Nashville 
to reconsider its application for a franchise to operate an 
electric railway in Nashville. The application was orig- 
inally refused, but subsequent action makes it possible that 
the franchise will be awarded this month. The Nashville 
Traction Company seeks the privilege to compete with the 
Nashville Railway & Light Company. [E. R. J., Jan. 11, ’13.] 

Dallas, Tex.—E. P. Turner, Dallas, and associates have 
asked for a franchise through Cooke County. This pro- 
posed r1oo-mile electric railway will extend from Glen Rose, 
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Somerville County, to Gainesville, Cooke County, and will 
traverse Johnson, Tarrant, Dallas and Denton Counties. 
The line will extend north from Dallas as the center to 
Letot, Farmers’ Branch, Carrollton, Trinity Mills, Lewis- 
ville, Denton, Sanger and Gainesville. South from Dallas 
the proposed line will connect Eagle Ford, Grand Prairie, 
Mansfield, Lillian, Keene, Cleburne and Glen Rose. From 
Eagle Ford a spur is planned to Irving. 


Houston, Tex.—The Houston Electric Company has 
asked the Council for a franchise from the Fifth Ward 
to the Houston Harbor addition in Houston. 


*Vancouver, Wash.—I. S. Putnam, Vancouver, has asked 
the Council for a fifty-year franchise to build an electric 
line over certain streets in Vancouver. 


TRACK AND ROADWAY 


Medicine Hat (Alta.) Railway—This company has 
awarded the contract to build its electric railway in Medi- 
cine Hat and work will be begun as soon as this agreement 
can be ratified by the ratepayers. Max Aitken, Medicine 
Hat, is interested. [E. R. J., Feb. 10, ’13.] 

San Joaquin Light & Power Company, Fresno, Cal.— 
This company plans to spend over $1,000,000 in improve- 
ments during the year. It is now connecting up the sub- 
station at Strathmore with the main plant above Springville. 

Los Angeles (Cal.) Railway.—Arrangements have been 
completed for the construction of this company’s extension 
of the Fifty-fourth Street line in Los Angeles. Material 
has been ordered. Work has been begun by the company 
on the extension of the Dalton-Vernon Avenue line to the 
western city limits of Los Angeles. 


Pacific Electric Railway, Los Angeles, Cal—This com- 
pany plans to spend about $70,000 repairing its lines in 
Long Beach. It has decided to use Trilby rails in relaying 
the tracks on Pine Avenue from Ocean Avenue to Sixth 
Street. The company has placed in operation its new line 
to San Fernando. 

Oakland, Antioch & Eastern Railway, Oakland, Cal_— 
This company, through its subsidiary corporation, the San 
Ramon Valley Railway, has awarded the contract for the 
building of the electric line from Walnut Creek to Dan- 
ville, 7 miles, to Palmer, McBride & Quayle. 

San José (Cal.) Railways.—Within the next few months 
this company plans to begin the construction of its Empire 
Street line in San José. 

Big Four Electric Railway, Tulare, Cal—This company 
has received permission from the State Railroad Commis- 
sion to issue capital stock to the amount of $400,000. The 
proceeds from the sale of the stock are to be used for the 
construction of the line between Tulare, Porterville and 
Misalia: “PE. Ray. Apriler2; aai] 

St. Petersburg, Fla—Surveys are being made from St. 
Petersburg to Indian Rocks by W. W. Barton, Tarpon 
Springs. This line!is being promoted by Thomas E. Lucas, 
St. Petersburg; M. Joel McMullen, Largo, and S. R. Morey, 
St. Petersburg. 


Waycross Street & Suburban Railway, Waycross, Ga.— 
Following the completion of this company’s line through 
Gilchrist Park, for which extension material is now being 
placed, the line will be carried to Hebardville. 

Chicago (Ill.) City Railway.—About 8 miles of city track 
will be built by this company during the year. 

Hillsboro Electric Light & Power Company, Hillsboro, 
Ill—Surveys are being made by this company for a line 
between Hillsboro and Nokomis. 

Chicago, Peoria & Quincy Traction Company, Peoria, Ill. 
—The stockholders of this company will meet at Quincy 
on June 20 to vote upon an increase of the capital stock 
of the company from $200,000 to $300,000 and to discuss 
the question of borrowing $3,000,000 for the completion of 
the railway. W. E. Elliott, Quincy, general manager. 
[Eo Re Reb. 22 5a 

Springfield (Ill.) Consolidated Railway.—Residents on 
South Spring Street have filed a petition with the City 
Commission asking that this company be asked to extend 
its South Spring Street line from Cedar Street to Ash Street 
in Springfield. 
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Union Traction Company of Indiana, Anderson, Ind— 
Extensive improvements will be made by this company on 
its Third Street line in Anderson. 


Indianapolis, Columbus & Southern Traction Company, 
Columbus, Ind.—Plans are being made by this company to 
build a new bridge to replace the present bayou bridge at 
Edinburg. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind.—Work will soon be begun by this com- 
pany improving its lines in Fort Wayne. New rails will 
be laid on Main Street. 

Cedar Rapids & lowa City Railway, Cedar Rapids, Ia— 
This company plans to build a 15-mile line from Cedar 
Rapids to Mount Vernon during the year. 

Ottumwa Railway & Light Company, Ottumwa, Ia.— 
About 1 mile of track will be built by this company during 
1913. 

Interstate Railroad & Traction Company, Arkansas City, 
Kan.—Plans are being made by this company to build soon 
its line south from Arkansas City to Blackwell, Chilocco, 
Newkirk, Ponca City and other towns in Kay County, and 
eventually south through Red Rock, Perry, Orlando and 
Mulhall to Guthrie, Okla. Headquarters, Arkansas City, 


Kan. O. L. Brown, Arkansas City, is interested. [E. R. J., 
March 22, ’13.] 
Union Traction Company, Independence, Kan.—An- 


nouncement has been: made by this company that construc- 
tion will be begun on its line between Chanute and Iola. 
This railway will ultimately be extended south to connect 
with the Cherryvale-Independence-Coffeyville-Parsons line 
and then north to Kansas City. 


Fort Scott & Pittsburg Railway, Pittsburg, Kan.—Pre- 
liminary surveys have been made by this company on its 
line between Fort Scott and Pittsburg. Later this line will 
be extended to Olathe to connect with the Strang line 
which runs into Kansas City. [E. R. J., Nov. 23, ’12.] 


Arkansas Valley Interurban Railway, Wichita, Kan.— 
During 1913 this company will build a 24-mile line to con- 
nect Halstead and Hutchinson and a 2-mile line between 
Newton and College. 


Louisville (Ky.) Railway.—It is expected that the Audu- 
bon Park extension of this railway will be in operation 
May 1. A spur line 3000 ft. long is to be constructed from 
the Okolona interurban line of the company at Audubon 
station to Audubon Park. 


New Orleans Railway & Light Company, New Orleans, 
La.—Plans are being considered by this company to extend 
its Clio Street line in New Orleans up Claiborne Avenue 
from Napoleon Avenue to the boundary of the parish. 


Southwestern Traction & Power Company, New Orleans, 
La—During the year this company will build a 175-mile 
line between Abbeville, Erath, Delcambrie, St. Martinville, 
Breaux Bridge, Lafayette, Broussard, Cades, Adeline, 
Cherenton, Baldwin, Franklin, Garden City, Patterson, 
Centerville, Berwick and Morgan City, La. 


*North Beach Railway, Baltimore, Md.—This company 
has asked the Public Service Commission for the approval 
of the issue of $10,000 of 5 per cent twenty-year bonds and 
the sale of $50,000 of stock. This is part of a plan to build 
a 21%4-mile electric railway in Calvert and lower Anne Arun- 
del Counties. Among those interested are John C. Shaw 
and V. W. Hughes. 


Hagerstown & Clear Spring Railway, Hagerstown, Md.— 
The project to build the 12-mile line between Clear Spring 
and Hagerstown has been revived. About two years ago 
a company was formed to construct this railway, but the 
enterprise failed. John R. Bear, Philadelphia, and L. O. 
Davis, Harrisburg, are now interested in the project. 
[E. R. J., May 18, ’12.] 

Fitchburg & Leominster Street Railway, Fitchburg, Mass. 
—This company has been asked to consider plans to extend 
its Franklin Street line for about 1 mile along Franklin 
Road in West Fitchburg. 

Miller’s River Street Railway, Miller’s Falls, Mass.— 
Work will be begun in the spring by this company on its 
line between Orange and Miller’s Falls. D. P. Abercrombie 
is interested. [E. R. J., Nov. 11, ’11.] 
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*Muskegon-Casnovia Land & Development Company, 
Muskegon, Mich.—This company has been organized to 
promote the building of an interurban railway from Mus- 
kegon to Saginaw. Among those interested are: Norman 
B. Lawson and James L. Smith, Muskegon; W. W. Putney, 
Kent City; James L. Norris, F. R. Davis and John O. 
Fraligh, Casnovia. 


Columbus Railway, Light & Power Company, Columbus, 
Miss.—This company will change the route of its line in 
northeast Columbus. Instead of extending down Lake 
Park the line will continue northward and make a loop 
around the plant of the Interstate Lumber Company. 


*Fallon (Nev.) Electric Railroad.—This company has 
been organized with a capital stock of $300,000 to build an 
electric railway between Fallon and Stillwater. Officers: 
A. R. Merritt, president; Scott Harmon, treasurer; E. E. 
Winters, secretary, and C. A. Hascall, general manager. 

International Railway, Buffalo, N. Y.—This company 
will begin at once to double-track its branch from Lock- 
port to North Tonawanda. The work will be done as 
far as Oliver Street in North Tonawanda, and it is re- 
ported that the present right-of-way between Buffalo and 
North Tonawanda will be abandoned and a new line will 
be built over the right-of-way of the Frontier Electric 
Railway. 

Jamestown (N. Y.) Street Railway.—This company plans 
to build a %-mile loop during 1013. 

Black River Traction Company, Watertown, N. Y.—Plans 
are being made by this company to double-track its line 
from High Street to the end of State Street in Watertown 
during the summer. 

Piedmont & Northern Railway, Charlotte, N. C.—Plans 
are being considered by this company for an extension to 
Atlanta by way of Hartwell, Ga. 

North Carolina Public Service Company, Salisbury, N. C. 
—Double-tracking its main line through the business center 
of Salisbury has been begun by this company. 

Tidewater Power Company, Wilmington, N. C.—This 
company plans to build about 1 mile of new track during 
the year. 

Piqua & Bradford Traction Company, Covington, Ohio.— 
Plans are being made by this company to begin work soon 
on a line to connect Covington and Bradford. J. H. Marlin 
is interested. [I. R.. J., March 20, 713: ] 


Tri-State Railway & Electric Company, East Liverpool, 
Ohio.—During 1913 this company plans to build a 4400-ft. 
extension in Weirton. 

Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio.—During 1913 this company plans to build 6 miles of 
new track from Chauncey to Athens. ‘ 

Ottawa (Ont.) Electric Railway.—This company will lay 
new track on Queen Street as soon as the weather permits. 
The extension of the double-track Bank Street line from 
the exhibition grounds to Billings Bridge in Ottawa South, 
a distance of 1 mile, will be under way early next month, 

Portland Railway, Light & Power Company, Portland, 
Ore.—This company plans to electrify the Mount Hood 
steam line from Gresham to the Mount Hood plant on the 
Bull Run River, a distance of 22%4 miles.  ~ 

West Penn Railway, Pittsburgh, Pa.—Work will be be- 
gun in the spring by this company on its line between 
West Newton and Hunkers. In the construction of this 
branch, it is said, four bridges will be required. 


Pottstown & Reading Street Railway, Pottstown, Pa— 
Work will soon be begun by this company on its extension 
to Spring City. 

*Sioux Valley & Northwestern Railroad, Watertown, 
S. D.—This company is being organized to build a 20-mile 
electric railway between Watertown and Strousetown. 
Among those interested are Frank Heathcote and J. C. 
Maxwell. 

Knoxville Railway & Light Company, Knoxville, Tenn. 
—This company is cutting a new road at the south end of 
the Tennessee River bridge over which it will lay tracks 
for outgoing Island Home and Sevierville pike cars. Work 
is also being done by this company on the old roadway 
around Rose Mill in South Knoxville. 
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Brownsville Street & Interurban Railway, Brownsville, 
Tex.—S. A. Robertson, of this company, is reported to have 
contracted with the Brownsville Improvement Company to 
begin at once the construction of a 2-mile line from Browns- 
vilie to the Country Club. 

Dallas (Tex.) Consolidated Electric Street Railway.— 
Extensive improvements are now being made by this com- 
pany on three of its lines in Dallas. These improvements 
include the laying of new track and paving on McKinney 
Avenue, Haskell Avenue and San Jacinto Street. 

*Dallas & Terrell Interurban Railway, Dallas, Tex.—The 
Stone & Webster Corporation will build this railway if the 
right-of-way is given free of cost. The line will connect 
Terrell, Lawrence, Forney, Musquite and the Orphans’ 
Home in Dallas. A. M. Somers, Terrell, is securing the 
right-of-way. ; 

Gainesville, Whitesboro & Sherman Railway, Dallas, Tex. 
—Right-of-way has been secured and franchises granted by 
all the towns through which this line will pass. About 12 
miles of grading has been done and plans are being made 
to begin work soon. The line will connect Gainesville, 
Whitesboro and Sherman. 

San Antonio & Austin Interurban Railway, San Antonio, 
Tex.—Surveys have been completed by this company as 
far as New Braunfels, about one-third of the proposed line 
between Austin and San Antonio. The location and 
engineering work is being done by the Southwestern 
Engineering Company, Gunter Building, San Antonio. [E 
R. J., April 5, ’13.] 

Logan (Utah) Rapid Transit Company.—This company 
plans to build 20 miles of new track during the year. 

Utah Light & Railway Company, Salt Lake City, Utah.— 
Plans are being made by this company to begin work on 
the extension to Bountiful. 

Beloit, Delavan & Clinton Railway, Beloit, Wis.—This 
company plans to build an electric railway to connect Beloit, 
Delavan and Clinton. Joel P. Dow, president of the Beloit 
Traction Company, is interested. [E. R. J., March 8, ’13.] 


SHOPS AND BUILDINGS 


Pacific Electric Railway, Los Angeles, Cal—This com- 
pany is asked to consider plans to build a new passenger 
station in Hermosa Beach. 


St. John’s Electric Company, St. Augustine, Fla.—It is 
reported that this company plans to build soon a new depot 
on Anastasia Island. 


Boston (Mass.) Elevated Railway.—Plans are being made 
by this company to build new repair shops at Forest Hills. 
The cost is estimated to be about $300,000. 


POWER HOUSES AND SUBSTATIONS 


Havana Electric Railway, Light & Power Company, 
Havana, Cuba.—This company has awarded a contract to 
the Westinghouse Electric & Manufacturing Company for 
the complete equipment of a power plant now being built in 
Havana. The order, which involves about $500,000, calls for 
three 12,500-kw Westinghouse-Parsons alternating-current 
turbo-generators, four 100-kw direct-current generators, 
nine 2,000-kw transformers, twenty troo-light regulators, 
2,000 of the new type flame-arc lamps, one complete switch- 
board, twenty-four automatic stokers and the complete con- 
denser equipment for the turbine. 

Augusta-Aiken Railway & Electric Corporation, Augusta, 
Ga.—J. G. White & Company are building for the Augusta- 
Aiken Railway & Electric Corporation a substation on the 
canal bank on the site of the old West plant from which 
power from the Stevens Creek development on the Savan- 
nah River will be distributed. The distributing plant will 
be 58 ft. x 39 ft. and of brick, concrete and steel construc- 
tion. The cost is estimated at about $20,000 for the building 
and $80,000 for the equipment. 

Public Service Company of Northern Illinois, Streator, 
Ill—An order has been placed by this company with the 
General Electric Company for a 300-kw rotary converter 
with starting panels and three 1oo-kw transformers for the 
power house. 

London (Ont.) Street Railway.—It is reported that two 
new 500-hp turbo-generators and other electrical equipment 
may be required shortly by this company. 
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Manufactures and Supplies 


ROLLING STOCK 


Manhattan Bridge Three-Cent Fare Line, Brooklyn, 
N. Y., is in the market for eight double-truck cars. 


Gastonia (N. C.) Traction Company has ordered two 
single-truck cars from the Southern Car Company. 


North Carolina Public Service Company, Greensboro, 
N. C., has ordered one double-truck car from the Southern 
Car Company. 

Williamsport (Pa.) Passenger Railway has ordered from 
The J. G. Brill Company six 28-ft. semi-convertible pay- 
within car bodies mounted on Brill 39-E trucks. 


New York State Railways, Rochester, N. Y., has ordered 
from the G. C. Kuhlman Car Company twenty-five pay-as- 
you-enter car bodies mounted on Brill 39-E trucks. 

New York, New Haven & Hartford Railroad, New Haven, 
Conn., has ordered five multiple-body dump cars from the 
Wason Manufacturing Company. An order is about to be 
placed by the company for fourteen additional cars of this 
type. 

Pittsburgh (Pa.) Railways has ordered from the St. Louis 
Car Company fifty all-steel side-entrance low-step motor 
cars and trucks. The company has also ordered ten double- 
deck trail cars from the McGuire-Cummings Manufacturing 
Company. These cars will be similar in design to the one 
placed on trial in 1912. 


TRADE NOTES 


Gould Storage Battery Company, New York, N. Y., has 
removed its office to 30 East Forty-second Street, New 
York. 


D. C. & William B. Jackson, Boston, Mass., engineers, 
announce the appointment of Edward L. Moreland as man- 
ager of their Boston office. 

Cambria Steel Company, Johnstown, Pa., has named Ed- 
win E. Slick, general manager of the works at Johnstown, 
vice-president of the company. 

Yale & Towne Manufacturing Company, New York, N. Y., 
has removed its general offices from 9 Murray Street to 
its new building at 9 East Fortieth Street, New York. 

Western Railway & Mill Supply Company, San Fran- 
cisco, Cal., has changed its name to the Edward S. Sullivan 
Company. The company will continue to handle the same 
line of railway supplies. 

Tool Steel Gear & Pinion Company, Cincinnati, Ohio, 
states that its tool steel gear and pinions have been speci- 
fied for an order of thirty cars placed by the Southern 
Traction Company, Dallas, Tex. 

General Fire Extinguisher Company, Providence, R. I., 
has decided to issue $1,000,000 new common stock at par 
with stock of record April 1. This will bring the total up 
to $5,000,000, the limit of capital stock authorized. 

New York Steel Tie Company, Wilmington, Del., has been 
incorporated with a capital stock of $1,000,000 to manufac- 
ture and deal in steel and concrete and steel ties. The in- 
corporators are Francis H. Hoffecker, Thomas J. Brown. 
Jr., and Anthony McGarvey, all of Wilmington. 

Ackley Brake & Supply Company, New York, N. Y., 
has just completed a shipment of 360 Ackley adjustable 
brakes for use on the cars of the Sao Paulo Tramway, 
Light & Power Company, Sao Paulo, Brazil. With the 
installation of this equipment, every car in Sao Paulo will 
have been equipped with Ackley adjustable brakes. 

Robert W. Hunt & Company, Chicago, Ill, held its an- 
nual conference of the heads of departments and managers 
of various offices at the general office in Chicago during the 
week of April 7. Papers on the various methods of con- 
ducting the work of inspection and testing were discussed. 
On April to and 11 a party was taken on inspection trips to 
Gary, South Chicago and Buffington. 

Drew Electric & Manufacturing Company, Indianapolis, 
Ind., is the new name of the railway department of the 
Indianapolis Brass Company. This change has been 
effected so that the company might more properly indicate 
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by its name the business in which it is engaged. The com- 
pany has also moved its general offices to the Traction 
Terminal Building, Indianapolis, and is increasing its manu- 
facturing facilities. The company will continue to manu- 
facture a complete line of overhead material and a large 
number of car equipment specialties. 


W. L. Holman Company, San Francisco, Cal., was re- 
cently adjudged an involuntary bankrupt by the United 
States District Court. The company has filed its schedule 
of debts and assets. The total liabilities are stated as $143,- 
651 and the assets at $114,827. The heaviest individual 
creditors are The J. G. Brill Company, $12,275 for material, 
and the Westinghouse Electric & Manufacturing Company, 
$49,776. Of the assets $2,851 is the value of machinery and 
tools, $79,806 debts due the firm and $21,315 unliquidated 
claims. Most of the debts are secured by promissory notes 
of the corporation. 


H. F. Keegan Company, Chicago, Ill, has been incorpo- 
rated to engage in a general railway supply business. This 
company is an outgrowth of the supply business established 
by Harry F. Keegan, who is the president of the new com- 
pany. He has associated with him several men prominent 
in the railway supply field. Among the companies whose 
accounts are handled by this company are the following: 
Tool Steel Gear & Pinion Company, Kerwin Machine 
Company, Hunter Illuminated Car Sign Company, Johnson 
Fare Box Company, American Abrasive Metals Company. 
The organization is such that the company can handle gen- 
eral or territorial accounts, as branch offices will be estab- 
lished in the East and the West. The office of the new com- 
pany will be in the First National Bank Building, Chicago. 

Allis-Chalmers Manufacturing Company, Milwaukee, Wis., 
which was formed recently to succeed the Allis-Chalmers 
Company as a result of the reorganization of the latter, took 
over the properties and began operation on April 16. J. H. 
McClement, chairman of the board of difectors of the Allis- 
Chalmers Manufacturing Company, states that the receiver 
will be discharged shortly. He said also that no changes 
whatever are contemplated in the personnel of any of the 
departments of the former Allis-Chalmers Company. The 
business of the company during the receivership has been 
very good. During February under Receiver Falk the bal- 
ance of $37,000 after $35,000 depreciation was earned. The 
net earnings in addition under the same amount of deprecia- 
tion were $10,000. The officers of the new company are as 
follows: Otto H. Falk, president; Max W. Babb, vice-presi- 
dent and general attorney; L. F. Bower, secretary; F. 
Woodland, treasurer. 

Dearborn Chemical Company, Chicago, IIll., announces 
that owing to the rapid development of its business in 
@anada a Canadian company has been organized recently 
to carry on the business there and make further extensions. 
A reinforced concrete plant is now being erected at West 
Toronto, with shipping facilities on the Canadian Pacific 
and the Grand Trunk Pacific railroads. The building will 
be completed about midsummer. The active head of the 
Canadian enterprise as vice-president and general manager 
is A. W. Crouch, who will make his home at Toronto. Mr. 
Crouch has been connected with the Dearborn Chemical 
Company for fifteen years, having established its Pittsburgh 
office, at which office he has been for the past eight years 
district manager, in charge of several of the company’s 
branches. The Canadian company will specialize on the 
analysis and scientific treatment of boiler-feed waters both 
for steam railroads and stationary steam plants. 


ADVERTISING LITERATURE 


Hemingray Glass Company, Covington, Ky., has issued 
a sixteen-page booklet which contains some interesting 
facts about Hemingray glass insulators. 

Crocker-Wheeler Company, Ampere, N. J., has issued 
Bulletin No. 148, which describes and illustrates Crocker- 
Wheeler direct-current generators for railway service and 
other heavy duty from 150-kw to 160-kw capacity. 

United States Electric Signal Company, West Newton, 
Mass., has reprinted in pamphlet form a description of the 
overhead signal system which it installed at Yonkers. This 
account appeared in the ELtecrric Ratrway JouRNAL of Feb. 
Ts) Tons. 
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JA STOREKEEPER 


ofa railway system. in Pennsylvania a to one of our men 


_ the other day, “I used to get some of my requisitions for stuff 
from your people sent back by the Purchasing Agent because 
names of. parts weren't given or didn’t seem right, but I 
haven’ t had any bother about names of sizes since I got the 
Brill Order Guides.” ” The “Car Parts” book has 198 pages 
with about 1200 items illustrated, named and serially num- 
| bered. In addition, there are a lot of specialties shown as- 
~ sembled with enclosed parts exposed and reference to names 
_ by letters. The very complete index, directions and descrip- 
tions, make it a simple matter to find the part wanted and 
write out the order. ‘The same is true of the 72-page book 
of “Truck Patts.” 


AGENTS OF THE J..G. BRILL COMPANY 
Paciric Coast — Pierson, — Roeding & Co., San Francisco, 
Los Angeles, Portland, ais ARGENTINE “ae Urucuay— 
Federico H. Bagge, Calle! San Martin 201, Buenos Aires. 
Betcium AnD Hotitanp—C, Dubbelman, 24 Place de Lou- 
vain, Brussels. Irary— Giovanni Checchetti, Piazza Sicilia, 1, 
Milan. Narar, TRAnsvaaL AND Orance River CoLtony— 
_ Thomas Barlow & Sons, Durban, Natal. AusTRaLasta— 
_ Noyes Brothers, Melbourne, Sidney, Dunedin, Brisbane, Perth. 
Cuina—Shewan, Tomes & Co., Hong Kong, Canton, Shanghai. 
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Brooklyn Side Entrance Cars—Motors 
/ on and Control Designed and Furnished 


/ Dey by the General Electric Company. 


The Improved Car Service in Brooklyn 


is another example of the way modern G-E equipments are being 
adopted by progressive roads. 


Sprague G-E Type MK Control 


has no equal for stepless cars where space economy and flexibility of ar- 
rangement are primary considerations. A single box containing the 
principal control parts is located beneath the floor of the car, and the 
small master controllers allow maximum space for the motorman, and 
maximum seating capacity at the rear of the car. This control is the 
most reliable and safest because it is all-electric. 


The Modern G-E Railway Motor 


with commutating poles and field control, affords exceptional economy 
of operation in city and interurban service. The superior design and 
workmanship of these motors have been demonstrated by reliability of 
‘service and low maintenance costs. 

The advantages which mark the Brooklyn Service improvements 
as distinctly progressive can be applied to your city service. 

Ask our local office for further information. 


General Electric Company 


Atlanta, Ga. Cleveland, Ohio Largest Electrical Manufacturer in the World Minneapolis, Minn. aa Lake City, Utah 
Baltimore, Md. Columbus, Ohio Nashville, Tenn. San Francisco, Cal. 
Birmingham, Ala. Davenport, Iowa General Office: Schenectady, N. Y. New Haven, Conn. St. Louis, wee 
Boise, Idaho Dayton, Ohio : New Orleans, La. Schenectady, N. Y. 
Boston, Mass. Denver, Colo. ADDRESS NEAREST OFFICE New York, N. Y. Seattle, Wash. 
Ruffalo, N. Y¥. Detroit, Mich. Omaha, Neb. Spokane Wash. 
Butte, Mont. (Office of Agent) Philadelphia, Pa. Springfield, Mass. 
Charleston, W. Va. Elmira, N. Y. ; Pittsburg, Pa. Syracuse, N. Y. 
Charlotte, N. C. Erie, Pa. Kansas City, Mo. Louisville, Ky. Portland, Ore. Toledo, Ohio 
Chattanooga, Tenn. Indianapolis, Ind. Keokuk, Iowa Mattoon, Ill. Providence, R. I. Washington, D. C. 
Chicago, Ill. Jacksonville, Fla. Knoxville, Tenn. Memphis, Tenn. Richmond, Va. Youngstown, Ohio 
Cincinnati, Ohio Joplin, Mo. Los Angeles, Cal. Milwaukee, Wis. Rochester, N. Y. 


For Texas and Oklahoma business refer to Southwest General Electric Company (formerly Hobson Electric Co.)—Dallas, El Paso, 
Houston and Oklahoma City. For Canadian business refer to Canadian General Electric Company, Ltd., Toronto, Ont. 3903 


